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EXECUTIVE SUMMARY .

This project, Going to the Beach: Recreational Travel

in Northern New Jersey, has focused on the utilization of

beaches in Monmouth and Ocean County by northern New Jersey

residents. The study examined both the demand for beach use

“and the supply of sites available. To better understénd'the_

nature of the beach use a license‘plate”Survey was done in-

Summer, 1981 which recorded over 4,000 plates. "‘“f'

.The study has drawn a number of conélusions about both —

the,natﬁre of demand and the potential solutions to

improving access to beaches during the summer-months. The

g

an;iQEis of.fheiiicense plate data clearly indicates the
strong rélationship between distance tq the beach site from
the re;idence and participation in beach activities. Usinq a
participation quotient concept (described in'Chapter.Five),
the chief users by a wide margin of»the beaches in Monmodtﬁ

and Ocean Counties are these two counties.. Other counties,-

particularly Hudson, Union, and Middlesex, are heavy users.

A subsequent aﬁalysis'of 42 communitie§ in northern‘New
Jersey confirms the relationship between distance and pérti;
cipation. Howevef; this analysis alsd finds‘vefy.weak're}é~
tionships‘betﬁeen participation and.commﬁnitf income or' '.
ethnicity. Based on this analysis,'the discrimiﬁation which

exists in getting to the beach is distaﬁce—based. People are



unwilliné to travel on heavily—congested roads‘a loné
distance on a summer.weekend day. Correspondingly, e_st&dy
done of:arrival times at two beaches which close when fulli
Sandy'Hook and Island Beech, indicates that'people from both
near and distant counties arrive at about the eame time.

ThlS means that v151tors from more distant counties rise

early and drive far in the hope of -getting there before the

parking lot closes.

The study also examined the structure of different

beach communities and explored community attitudes toward

the day beach visitors. There is the general distinction :
between the "no-no's" and "go-go's," communities:whioh
either encourage or discoufage both oﬁtside visitors ana
deﬁelopment.

The transportation policy and planning recommendations
of this study are cognizant of both the demand and supply
elements. They are: (1) the development of'a recreational

travel organizatlon, (2) the integration'of the transpor-

~tation delivery system, and (3) the creation of an informa-

tion dissemination function. The recreational travel-orgahi;
zation would be a.pgblic/btiVate Venture.ﬁhich would_have
research, consulting and development functions. The ihtegia—~
tion'of the transportation delivery system would bafticu—

larly ihvolve the development of extensive charter bus



the involvement of paratransit, particularly taxis. The '

information dissemination function would involve the crea- .

tion of toll-free telephone lines and the use of radio
stations for beach and traffic condition announcemenﬁs, and

the better dissemination of beach .‘and transportation ‘system

~ literature. - - ST

operations, the targeting of selected beach communities, and
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CHAPTER ONE
Introduction

The Purpose of the Study

The density of develepment'of the New Jersey coastline
indicates 1ts desirablity. Unfortunately, the congestlon.
often assoc1ated with going to the beach has made tyevtrlp
less than pleasant for many. The issue is further.cggpounded
by the geographic distribution of the beaches in New Jefsey
and by local policies which control and limit aCCes;?to‘
these beaches. There are few beach aecese‘pbints'iafnorthern
New'Jersey above the Raritan Bay. Those beach goefs from
Bergen, Passiac,+Essex, Union or Hadson‘Countiee must.traﬁei;“f
south in search of the beach. The waterways bordering their
counties are heavily industrialized, particalarly with |
ehergy'facilities such as refineries, loading and-unloading
depets; and storage areas.

Of necessity, these beach goers go south to the ocean.
Assumihg that they can brave the traffic and actually make
it to beaches in Monmouth or Ocean Counties; the fun'ie not
over. If they are.able to arriveiearly enough they‘might'get
into Sandy Hook National Recreation Area or Ieland’Beacht

State Park. Or they may .decide to go toeone of‘the local

communities, assuming'space and the purchase of a daily

beach paes. of course; the town might only sell avweekly'
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pass at a high cost but, if you want to_get to the beach,

~you must pay.

The Structure of the Study

This study éxamines beach‘sites ih,Monmouth andlpéean
Counties in terms of current use by day visitors.”In the
following chapters both supply and demand issues aré*”}
presented. In Chapter Two there is discussion df‘aﬁg;ne;al

perspective on recreational travel, with particul&r'fﬁéus_on

market segmentation and the planning process whiéh;éduld be

~applied to recreation.

In Chapter Three an overviewwdf-recreétidnal fravel iQ: ;
Né&'ﬁérsey i; b;ésented. There have.beeh a number of’surveys
on beach recreation in New Jersey and they presentban inter-
esting picture of the nature of the_demand. Chapter Four

presents a historical perspective on recfeational travel in>

Monmouth and Ocean Counties. There was well-developed water-

borne recreational travel in the nineteenth“century, and -

these excursion steamers were followed by an extensive

trolley system in the twentieth‘centdry, Unfortﬁnately,
there are few options to the automobile today in géing fo
the beach. m | | |

To better determine the hatﬁ:é'of travel déménd a
license.plate survey of 4,000 automobiles was done at

selected beach'locations. The reéults of the survey are
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dlscussed in Chapter Flve. There are clear dlfferences in
terms of who travels to what beach and these are outllned.
As suggested earlier, both supply and demand elements are .

important to the study. Interviews in various beach communi—

- ties and analy51s of beach access pollc1es clearly 1nd1cate
_there are 51gn1flcant dlfferences in local attltudes to ‘the

‘dally beach visitor. In Chapter Six a conceptual framework

for understanding variations in beach communlty structure is

outlined. The distinctions between the "no-no's" and the o

"go-go's" among beach communities are made. Also,'a typology

of the spatlal structure of the different commultles is
developed. . = = N | -

In the final chapter the current tranSportation systeﬁ
is outlined and potential future optione presented. The
various options are discussed and an alternatives analysis‘
presented. It is clear that there are options to the automo-
bile ae well as ways to use the auto better,

This study focuses on the beaches in two counties in

‘New Jersey. It is an attempt to point out the issues

surrounding beach travel to this area of New Jersey.

Clearly, there are:more beaches to study and more-transpor—
tation questions to address. However, that work is for

another time and place.



CHAPTER TWO

A General'Pérspective

Intrqduction

promotion offices. While recreational’ travel has ocdasion—'w"'“

. ~The development of an understanding of recreational

travel behavior and transportatidn alternativesAis;important

_tbvthis study. A wide body of knowledge has evolved -over

timé which focuses on rec¢reational travel behavior,fMﬁcn of

this literature is grounded in the travel aﬁd_tourismﬂindus-':

try, including transportatibn carriers such as airlines, -‘“";;"

" travel agents, hotel and motel owners, and state tourism

R

ali&T;éceivéd‘ééfioué academic study the bulk of the work
has been industry driven. Obviously, because of this orien-

tation the bulk of the research has focused on getting and

- keeping tourists at vacation sites. Hence, there is a

predbﬁinance of analysis of future travel demand and the

'fsubSequent effect on the various industry sectors,?- room

demands, airline travel, and the like.

Correspondingly, the focus has not been on.the societal
implications of the choice of travel mode or deétinatidn.

Nor has the focﬁ$ been on the distribution of access to

‘different groups in society. With few exceptions, which we

will point out,'detai;ed analysis of alternative transpor-

tation options to‘the'automobile has not been dqne.'An



interesting recent study:of transit optioﬁs:fpr'coéstel
recreation was done by Banks, Stutz and Jebbasi (1%@2)'in
Califorhia. In general however, there . has‘been little
interest in tran51t and paratran51t alternatlves to the

automoblle or alrllne. Before examining the llterature in

more detail it is important to understand the defln}t}eqal

basis to the field. '- .

A Definitional Framework o e T
. The literature»distinguishes between travel and

tourism. Tourism refers to dlscretlonary recreatlonal actl—

v1t1es which soccur away from home, usually at least 50 mllesygy;

from the doorstep, and will often include overnight stays.

These activities will involve travel by a variety of modes

to the destinations selected. Any urban traﬁsportetion

plaﬁning text, such as Stopher and Meyburg (1975),'points

‘out the variety of trip purposes which travel can assume. -

These include work, schdol, personal busiﬁess, shopping and

'social-recreation trips.

- Travel, then, censists of all trip putposes; Studies
which focus on long distanee'travel, sueh esvthe’ National
Travel Survey, hill include more than fedreetioﬁallyefocused
trips made aS'tourist'activities..lt is not always cIear

whether one is capturing tourism in travel estimates. For



-v1s1tor day counts almost solely as 3 result of a commuter

example, how many tourists traveling to the shore are mixed

with workers returning homeron the Garden State Parkway on a

summer afternoon? Simple traffic counts which do not differ-

entiate trip purposes, origins, or destinations cannot

clearly present‘the nuances of travel demand. For example,

the 1976 origin and destination study of the Garden State

. Parkway sponsored by the New Jersey Highway'Authority-did

not ask about trip purpose. This very extensive survey is
useless for recreational travel planning purposes."ﬁQ;”

" Basic traffic counts can distort statistics éreetly."'

‘One southeastern.national park has tremendously high

hlghway runnlng through it carrying workers to and from

jobs. Since the visitor-day counts for the Natlonal Park

“'System are based on vehicle counts multiplied by an assumed
,persons per vehicle, the problem is further compounded., Work
. trlps have a lower person per vehlcle number (1.2, approxi-

5mately) than non- work trlps (1. 8), and much lower than '

recreatlonal trlps, where 3 or hlgher is common. Thls

southeastern park is clearly overstating its visitors as
- measured by vehlcular entries if it 1s assumed that there

. are 3 persons per vehlcle.

Our study of recreational access to beaches in. Ocean

-'and Monmouth Counties will focus on the day user. A number

of beach_communities have been identified.in these two



‘counties. These communities will be;studied'as well as the

visitors who frequent these beaches.

Market Segmentation

One of the clearly defined issues emerging invtraVelv
demand'research is the segmentation of the existihéiahd

prOJected market Recent work has deflned a varlety of types

.of 1nd1v1duals and groups who w1ll consume dlfferent klnds

. of act1v1t1es. For example, work done in Mlchlgan for the

Travel Bureau has defined a set of recreational consumer

i, types through analysis of long-distance travel data (Bryant

and Morrlson 1980). The statlstlcal analy51s 1dent1f1ed four

,’aotlve recreational types -- "young sports," WLnter/water,

"outdoorsman/hunter,"

and "resort." Additionally, two
passive types were,identified, "sightseer," and "hightlife."

These six types are shown in Exhibit 2-1. The ihformation

;was used to target groups for advertising'campaigns and

geheralvmarketing strategies.

A segmentation approach to day visitors of'New.Jersey_

'beaches would uncover different user groups. Although’such

‘:anaiysis is not possible in this study, the general outline_

of such an approach can be outllned Ba51cally, such a

system would: (1)identify the varlous groups by activity

preferences, (2) determine the level of participation, (3)



‘EXHIBIT 2-1
Various Recreational Types =
~(Bryant and Morrison, '1980) -
) . - .,1, . ‘.:) B LaTEL

YOUNG SPORTS

 QUTDOORSMAN.
TYPE o

HUNTER

Power boztng

Bicycling er t
Cangeing ﬁs:;g
gi?'lping lc;%hg’ng :
1KINg . ) as 3 )
Horseback Riding .. Snowmodiing -
Swimming ' - o .
- Tennis

7 WINTER/WATER

TYPE | ». RESORT.

~ TYPE . ..

Sailing g B
Canoeing ~. .. Goff _

" Snow skiing . Ten:'x;s )
Snowmobiling " Casirogamdiing
Tennis '

Water sking

SIGHTSEER MIGHTLIFE
TYPE - - ACTIVITIES
Seeing natural resources B ‘:ﬂ@fess;cna‘sﬁee:s- ’: o
Seeing historical sites : Mz]no:r::fam;c* cpr-as ks
- [T 1]

Cult:rrte-s%%r:::rts /plays. . Kightclubs & restaurants

" Man-made attractions Cas_mo gambling
Museums .
Special festivals
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targetlng ‘potential visitors. *“, T

determine the preferred attributes of'both travel'modes and

destination sites for the~different groups, and (4)ematch

.these preferences with available modes and sites in the

Study'area.,Depending on the goals of the project the
segmentation‘process maY'extend_beyond the state bounderies.

Such an analysis could assist the planning and, promotional

efforts of the tourist office at a state or local level in

The market segmentatlon approach 1dent1f1es the varlous

groups with 1dent1f1able recreational 1nterests. If part1c1——i

pation rates of these groups for the various activities
could be developed then the basis- for a transportatlon

plannlng appraoch to recreatlonal travel would be

establlshed. In fact, it would be the flrst step -- trip

"generation. The matching of the users with the available

facilities would lay the groundwork for the distribution of

trips to these Siteé. These two steps of the urban transpor-

tation planning process -- generation and distributibn --are

followed by the determination of the modal.split and the

‘assigning of vehicles to actual roadways.

A Recreational Travel Planning Approach

The focus of this study is on recreational travel

demand. In particular, there is a need to examine the role

- which various travel modes can play in getting potential
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users to the beach. It is obvious that the vast-majerityvof
trips have been and Wili be mede'by aufomobile.’ltmis:elee‘
true thét there'are situations where:pub;ic transit;and_
paratransit options are very appropriate. These speeialized
situations can be characterized as fellews: T

1. Densely.populated activity'centers

_2. Large amounts of travel between concentrated orlglns
and destlnatlons _ T

It becomes immediately obvious that beach commnnities o

are densely populated in summer. However, the seasonal

nature of beach travel makes the planning and development of

viable alternatives to the automobiie difficult. Ideally,_,'if

e

publlc tran31t and paratransit operatlons for seasonal beach

use would be drawn from equipment underutilized during that
period. For example, the'transportatien into the Mt.
McKinley National Park in-Alaska is provided by SCheol buses
whicn are idle during the'summer. Of course, Mt. MeKinley is
only accessible in summer, so potential conflicts in yehicle
use are avoided. | - |
This study will initially focus-on defining current -
travel patterns to the beach and‘analyzing_fhe strueturevof
local communties; Then the study will'examine the netential
for alternative Eransportation modes to serve northern New
Jersey beach communties. In terms of ‘the aneiyeis the'fradi-

tional urban transportation planning process is important.



This process involves four distinct steps which form:ﬁhe  .
basis for both planning and policy.iTrip‘generation;refers

to how'many ﬁeople'will decide to go on a pérticular kind of

trip-during some time period. For examplé, how many people

day? As suggested earlier, travel researChersrhavenbecome

interested in segmenting the market. Unfortunately;;this  g

~ interest has not carried over sufficiently'to transpggtation

‘planning. While work has emerged on what kindé‘bf;péOple o

travel for different reasons the.informainn is still
primitive. This study will be able to quantify in gross
numbers how*many beach visitors will travel to selected
northern New Jersey beaches. Howéver, a serious market
segmentétion approach is>beyond the scope 6f this.study.
“Given that we can determine the number of beach
visitors from a particular geographic area, then trip dis-
tribution focuses on the destinations seléctéd. ForAexaﬁple,

how many visitors from Hudson County will go to SandybHook

' National Recreation Area in Monmouth County? The traditional

transportation planhing study done in ah urban area. would
use origin and destination studies to provide the appro-
priate information on current travel. These studies could'.
either be home interview survéys or foadsidé inqui:ies.

Because of cost constraints, this study will use a license
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~plate survey at selected beach communities. Unfortunately,

without detailed origin and destination studies which~
capture'both travel and demographic eharacteristieewthe
current»pictdre canhot be cbmfortabiy'ektrapolated>to the
future. . A ‘ ' | y.' . 'e o -';_;tj.
Essentially, without a mafket segmentationﬁapéroach

which looks at the demographic characterlstlcs of users, the

'development of policy is difficult. leen the dynamlcs of

uemographlc change within the State of New~Jersey a-plcture_
of travel flows in 1981 to beaches may or may not be
accurate for 1991. License plate surveys do not allow the

actual questlonlng of respondents*about thelr famlly

T

*status, eth1n1c1ty income, education or attltudes. To

compensate for this deficiency statistics were gathered at

“the community level and analyses run. We have attempted to

introduce demographic characteristics by‘aggregating the

- individual travel patterns to the community level. In
‘Chapter Five both the results of the license plate eurvey

» and the community demographic analysis are detailed.,

The analysis of alternative modes of recreational

" travel is an important element of our work, and, as

presented in Chapter 7, has been structured to encompass .
both current and future options. Traffic-assignment-is.the
final step of the transportation plaﬁning process.'Traffic,

flows are.assigned to highway links in the study area;'We
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- will not focus directly on assignment iﬁ this study. There

is little money for'newvhighway ccastruction in.the_hext'
decade and the main focus will be on,theareconstruction of
existing rcadways. | | | |

| There are, however; two areas which we w111 touch on in
this study which are a551gnment questlons. Flrst, we w1ll
discuss tge impact of access on beach community degelopment '
when we examine community structure ia Chapter 6;'3?59édf' .
there are serious questions about.traffic flowslwrrﬁin'beaCﬁ
communities and park areas. In Chapter 7 we will examine .- ;;‘,ﬁm
paratransit alternatives within communities. There'may be_ﬂiex -
good reason +oc look into taxis, vans and other options fof””‘“

beach communities during crush periods.

.VMeshing,Supp;xland Demand.

“This research report will discuss both the demand for

day beach use and the supply of communltles to whlch

‘v151tors will travel At thlS time the comblnatlon of market

forces and local public pollcy define the current orlglns

" and destinations of beach visitors. It 1s»clear that there

is great demand'for beach use_by both. local residents.and by

visitors. This is easily evidenced by thecearly closing

times of the both Island Beach and Sandy Hook on weekends.

Many of us living in northern New Jersey have either



. directly experienced or know of the great "adventdre"(of

going to the beach on weekends in summer. It is not uncommon

to spehd four hours in the car trying to~get to the beach

Robert Caro 1n the blography of Robert Moses, The Power
iBroker, talks of the search for beaches by New. York Clty
residents on Long Island Caro says. | -

So when the families of New York City reached
- Long Island, they found the milk and honey;;

sour 1ndeed.... -

. As the families drove, they could see on - :
either side of them, through gates set in-- C
stone walls or through the openings in wooden
fences, the beautiful meadows they had come

~for, stretching endlessly and emptily to the
‘cool trees beyond. But the meadows and trees
were not for them. The gates would be locked
and men earrying shotguns and holding fierce

- dogs on straining leashes would point
eastward, telling the families there were

. parks open to them "farther along."... Later, -
. in Oyster Bay Town and Huntington, they would
come to parks,... policemen would wave them
on, explaining that they were reserved for
township residents. There were, the pollcemen

- shouted, parks open "further along."...

The more persistent, who determined to
head east until they discovered someplace to
swim or picnic, found the road becoming worse

- and worse. They would see Long Island
© villagers sitting on the fences and laucghing
~at the families who, because of engine over-
- heating or in a desperate try at a piece of
- 'grass, pulled off the road. The line of cars
was so solid, the radiator of one almost.
touching the tailgate of the one before it,
.- that, once out of line, it was hard for a car
‘to get back in -- and it was fun, the
~villagers said, to watch them try. (Caro,
1974: pP- 153-154)

The quote from the Caro book 1ndlcates that the _issue

of beach access is not new, However, there are two



‘1s simple. There must be the best poss1ble matchlng of

dlfferences between the 1920 s and the 1980 S. First .there
is no Robert Moses to propose new roads, bridges and beach

facilities. Second, there is little‘public.Willingness to

:pay for these facilities. Instead, we are faced with limited

'resources and limited beach access.

The pollcy 1mp11cat10ns of scarce resources are great.

Assuming that the objectlve is to improve access to”vbeach

fa0111t1es, then 1ngenu1ty is 1mportant How can we shift
the eXlStlng structure to improve beach access° The strategy '
supply and demand. For example, there is a large private

paratransit operation in Red Bank. Is there some way to

involve this system in improving beach access? Or, what is
,the'prospect of using radio or telephone to inform potential

visitors about highway or beach conditions? Is there a role

for charter bus‘operafots outside the Atlantichity

'destination.

- By ‘examining the alternatives.carefuily, a clear deter-

" mination can be_made. Broadly sketched this,project will do

v‘alternatives anaiysis on travel options to the beach

However, the analy51s w1ll be preceded by a broad dlscu551on
of the nature of beach communities and the current travel to

them.



. CHAPTER THREE

Recreational Demand in New Jersey

-An.Overall Perspective

In the Statew1de Comprehen51ve Outdoor Recreatlonal Plan
(SCORP" l977), prepared by the New’ Jersey Department of En-
v1ronmental Protection under the Green Acres Program, it is

concluded that an ever increasing number of individuals are

visiting New Jersey recreation facilities.

“In New Jersey, the growing demand for outdoor
recreation has in many instances surpassed . =
the capacity of the existing facilities, this -

has caused over-crowding at facilities, people - -
to be turned away at recreation sites and .. -
determined individuals .traveling much greater
distances in pursuit of recreation -oppor- ‘
‘tunifles.aﬁ (SCORP, Chapter 6) - ' : —

During the sunmmer months, July and August 1981 close

to three million pecple visited state recreation fac1lit1es"'w
managed by the Division of Parks and Forestry, (New Jersey
Department of En&ironmenral Protection, 198l). This number

is expected to grow with increasing family income, increas-

1ng leisure time, and the-need to escape the pressures of work

,and urbanized areas. “The - pressure is" partlcularly hiqh close

to populatlon centers, where competitlon for open space is

N In planningbror recreation;ya nuﬁber}of policy:guestions
have to be addressed. First of all, to what extent should
the public sector engage in planning for recreation. Why
can it not be left to the privatelmarket to develop recreation

areas where the demand is sufficient? According to'ekisting
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‘land use theories, a private market develops land aCCording to
"the best use" theory: the use which is assumed to.generate
the most proflt to an entrepreneur. .One such example in New
Jersey is the predomlnance of heavy industry along the north-v
ern shore. It seems apparent that recreatlonal actlvlt;es were
‘not judged tO‘generate sufflclent~1and,revenues inrthisvarea,
to~offset the proximity of the New York market; Another ex-

ample is island,Beach‘State'Park; If developed by real estate

:interests; anwas»originally planned, 1t would be a much greater
Arevenue‘producing property. A
We can deflne certain objectlves whloh cannot bewsatls-
‘fied by a private market approach alone: | o
- 1. Recreation of natural habitats and cultural.vaiuest.;fw
2. 'qualization of recreational access“among all‘stateiw}
residents |
3. Minimization of average‘travel>distancek
In-planning‘ford1recreation, we need knowledge to uaderstand
travel behavior’of'different.groﬁps.. For>example,.what is
"the travel pattern generated by a spec1flc park locatlon°:
‘Why are people turned away from parks clos1ng because of
overcrowdlng? Are park entrance fees dlscourag;ng visits by
“less affluent groups‘of'the population?"Does thellack-of
public transportation excludé segmentsfof society from
‘certain recreational facilities? Thisnchapter presents
an overall perspectlve which looks at some of these ques—

tions. We will focus on beaches as a source for recreation-

al opportunities. We will examine the current research in
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order to bring more clarity to the issues, specifically

with regard to travel patterns and the questions of equity.

. The Demand For Beach'FaCilitfes

A number of studies have been carried out to -estimate the

-demand for recreatidnal facilities in New Jersey. This demand

is considered to be dependent on the participationrrate for a

recreational activity. Participation rates are usually ex- -

pressed as a number of aetivity days per'year_fer the studied

population. ' ' ' ' f’“‘ s
One method to establish these rates 1s by studylng a
representative sample of the population. Thls can be ac—~n

complished by conducting home interviews for a sample of the

entlre populatlon, where the respondents are asked how often—f

.they take part 1n a certain act1v1ty. ‘Another way to obtain

the sample is by questioning people on the sitei- for eXample,
people on the beach. Results from these two surveYing tech-

niques are not easily comparable, as is illustrated by the

’ follow1ng example.

Assume that a home survey shows that 25 percent of the

population v151ts the beachonce. a year, 25 percent twice a

' year, 25 percent three times a year and 25 percent four times

a year. . Another survey, taken on the beaches, yields 10 per-

cent, 20 percent;’20 percent and 40 percent, teSpectively,
because the ptobability is_greater,of enceuntering a person
who‘visits the beacn more frequentiy; - » |

Site surveys are,also:difficult‘td éompare witn each -

other because the site selection may differ. 1If beach
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visitors are interviewed at Sandy Hook, the findings might

be different than if people on all New Jersey beaches are

interviewed.

‘The time of the survey is also,anfimportant-factor.

- The U.S. Bureau of Outdoor Recreation (1973) estimated an

‘ineérease in the demand for outdoor-swimming of'13 percent

pi;between 1972 and 1978. Beach act1v1t1es also show seasonal
| varlatlons, w1th most of the activity concentrated durlng

L: the summer months. (Ocean County. 1979 and’ the Eagleton

'dPoll, 1981) _fﬁf;dt__;"fj';‘ Furthermore, outdoor actlvitiesv‘

h are highly dependent on the weather; a dry and: hct summer w1ll |

attract more beach goers than a cool and ralny summer. Exhlblt

‘3 1 below shows yearly attendance figures for some parks 1n B

the Tri-State area from 1963 to 1973.

Attendance figures can vary as much as 15 percent between

'dgftwo consecutive years, which makes_it difficult to detect long-
Hterm increases of a few percent each year. It is aisovinterest—
{ing to‘note that the New Jersey beach attendance\increaseAis

'dr:very low 1n coﬁparlson with the increase in attendance exper-

fhlenced within the Natlonal Park System.

For the New‘Jerseypbeaches, attendance increased only 10

*fpercent between 1964 and 1973. In'the‘National Park System,
the increase.was’93 percent. In Cape Cod alone,,the increase -

. was more than 150 percent. This suggests that crowding of

the beaches close tOtpopulation*centers will force. people, who.

+can afford higher travel costs, to seek their recreational

‘experience at a more distant location. . Such a hypothesis is



“

+g/6T ‘urteisaadny :090an0g

——  b06  L°T6  0°E0T y'86 266 9°L6 0°E0OT ¥°L8 9786  £SE'E ssyoesd *p°N
848  ¥°90T 0°9TT S°yST 8°99T 9°STT .9°€¥yT €°vLT ¥ bZT 6°ETT 89 _ _ soon Apues
-~ 5798 0°06 T°26 7'¥8 8°C6 €°88 T'L6 8°LB 0°LB  E£6E'E yoesg sauop
- s'9v  L°T9  STEL  €£°€9  T'EL  S°8L 9798  °T6 9788  9SL'C S950W 31990y
0°TS §°29  9'€9  Z'99 €°8S 6°€9  L'99 C9'vL  T'66  0°BOT TTL'T seas3den oded

--  0°6£ -9°8Y  L°85 T°¥9 E'EL 0°S8  0°¥8 €788 0°¥0T €¥L'D pod- ade)

P _ . Ememm Nxed
9°LY LTS . €°9¢ L°T9 8° %9 0°0L 0°9L 8°6L 0°86 T°"86 000'9TZ TeBUOTIEBN TP30]

€96T  ¥96T G96T 9961 L96T 8961 696T 0L6T TL6T ZL6T mwmm . djaeg
- i LT Lo . P '
saaqunN £L61 JO Juadaad (s,000)
v SAdqunp - -

L £L6T-£96T s¥Ted.SNOTIEA IE SOURDUSITY

T - € IIGIHXE



3-6
snppOrted by-the findings of Heatwole and West'(l980), Among
the visitors to Coney Island, less than 5 percent have incomes
oVer‘$24,000, At Jones Beach, which is less accessible for
people from the New York area,.more than 22upercenc of visitors

claimed incomesbhigher than $24,000. -More significantly; Jones

Beach was chosen by 22.5 percent for ‘its clean overall phy31—

cal envxronment. Coney Island was chosen by 47. 9 percent be-
cause of easy acce351blllty. However, the 1deal beach char-

acteristics cited by. Coney Island visitors were clean over-

all physical env1ronment" (47.6 percent) and clean ‘sand (11 6

percent).' The corresponding flgures among the Jones Beach P
visitors were_22.5 percent and 3.4 percent. Surprlslngly,
easy accessibility was considered by 19 percent to be an. ...

»ideal beach characteristic among Jones Beach visitors.v‘(Heéga

 wole and West 1980) Thus, there seems to,be'a'discrepanch

between what type of beech‘people-WOuld visit ideally‘and fhe

beach they choose in reality. This conclusion also was drawn

by Cutter, Nordstrom and Kucma in theirvstudy of New Jersey

beaches. Cleanllness and a natural env1ronment are the most

important "1deal“ beach characterlstlcs, but beaches are

lselected based on a perception of_convenience, (Cutter, -

Nordstrom and Kucmé,l979)
in all, 1t 15 difficult to compare beach—related surveys.

The varlety is. dlsplayed in the chart below in Exhlblt 3- 2

- Of the 10 reports, two are based on home interviews, five

surveys were conducted on the beaches, and three en route from

the beaches--for example, on trains.
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Transportation Modal Choice to the Beach

Origins and Destinations
' Eight surveys included questions about origins and
destinations In Addition, the SCORP study calculated ori-

gin/destination partiy based on site~iﬁterviews, Unfortunate-

1y, with the exception of the National Park System Studies,

the results are given on a state or sub—Statgrlevelg Access

to the raw data from the Eagleton Poll‘(19811"made;it;possible,

to create subsets of data, which included only beagh_visiﬁors

in the study area. This Eagleton Study is Report §”}p Exhibit‘-'
3-3 and is referred to‘as "Eagletonl(beaéhf}"consigfiﬁghéf_§87'LH‘
interviews. Thé results from.the New Jersey Depattment of En- -
vironmental Protection (1977) apd»the Néw Je;seyfoansit 11981}
studies wililbé discussed under."Transit Options.ﬁ

From the other studies invExhibit 3-3, more.éonﬁlusions i
can be drawn. Most beach visitors are.New'Jersey'residents. Of.
the 20 to 25 peicent who are from out—of—State, the majority'are

from New York and Pennsylvania. ‘Ocean County beaches receive more -

‘visitors from Pennsylvania than do Monmouth County‘beaches.'

Very few visitors are from the southern section of New Jersey{

Not surprisingly, South Jersey residents primarily use beaches

in Atlantic and Cape May counties (Eagleton Poll, 1981).

A comparison on a county level is shown.in Exhibit 3-4.
Counties with a large number of'beach—goe:s are Bergen, Essex,
Middlesex, Monmouth and Union counties. However, according

to the Monmouth County report.(l980), therrigins differ from

‘one beach. to another. A well-known beach resort such as



EXHIBIT'3-3

o

=10

Origin and Destination\Tablé for Beaches in New Jersey

Origin {percent).

New Jersey Qutside New Jersey
a b 4 . New Pennsly- ~~ 7 .
Report Total  North Central  South  Total  York yania _Destination

National Park Service N - T

Sandy Hook 1974 - 84 37 44 1 1 7 -—- Sandy Hook

Sandy Hook 1973 90 39 §7 2 10 ] --- Sandy Hook .
New Jersey DEP  d ST .

SCORP Statewide d a9 --- - -—- 43 -=- ~-- HN.d. Beaches

SCORP Honaouth/Dcean 89 - --- - L} --= --- Honaouth ¥ Ocean Counties —

lsland Beach B7 - --- --- 13 -— --- HN.J. Coastline
New Jersey Transxt 47 --- --- - 33 53 === N.d. Coastline
Monaouth Cuunty . % - - - 22 15 3 Honsouth County Baaches
New Jersey DLY and

Eagletan Institute

* North Shore 75 34 2h (ERE 23 1 12 Honmouth & Ocean

: Co. Attractions
Beach : _
Total - - n 35 35 8 2 9 10 HMonmouth/Ocean Co.Beaches
Ocean County : 12 33 27 12 28 9 13 Ocean Co. Beaches
Monaouth County a3 30 4 7 17 ] 6 Honmouth Co. Beaches

Sources: Eagleton Poll,1981; Honaouth County,1980; National Park Service,1975,1976; 5.C.0.R.P.,1977; N.J.Dept. of
Envircnmental Protection,198l; New Jersey Transit,1981.

Footnotes;

a. Bergen,Essex,Hudson,Norris,Passaic,Sussex,Union,Harren Counties
b. Hunterdon,Hercer,Hiddlesex;Honsouth,Scaerset Counties

C. Atlantic,Burlington,Canden,Cape Hay,Cusberland, Sloucester,ﬁcean,Sales Counties

d. Salt water swisming was the activity surveyed.



EXHIBIT 3-4 = . -
Origin of New Jersey Visitors to Beach Locations by County

- a -
~Destination . o
{percent) '
County e e e —————————
of Sandy Hook Monmouth County  Ocean .
Origin 1 II N - -IEF- . County
Atlantic 0 0 *% S N 0
-Bergen 7 5 9 75, 10
Burlington 0 0 *% Q- 3L
Camden 1 0 ** 0 2
Cape May 0 0 KR 0 0
_ Cumberland 0 -0 *% 1. 0.
Essex 10 9 14 11 4
Gloucester 0 0 ** 0 P 0 I
Hudson 4 5 *x 2 5
~ Hunterdon 0 0 ** 1 1
Mercer 1 0 * % -5 - 7
Middlesex 15 16 16 15 13
Monmouth 27 28 27 20 4
Morris 4 2 ** 2 -3 .
- Ocean 1 0 ** 5 6
- Passaic 4 3 ** 3 4
Salem 0 0 ** 1 o
Somerset 2 2 ** 5 2
"~ Sussex . 0 0 ** .0 0
Union 10 12 14 v 8 8
Warren 0 -0 *% 0 1
Sources: Sandy Hook I -- National Park Service, 1976
Sandy Hook II -- National Park Service, 1975
Monmouth County I -- Monmouth County, 1980
Monmouth County II -- Eagleton Poll, 1981
Ocean County -- Eagleton Poll, 1981

Footnotes: ' ,
~a. The "**" indicates that the county was not included
in the survey. °
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Asbury Park attracts 35 percent of all visitors from out-

of state, while Bradley Beach attracts only 15 percent of

" non-state visitors.

Therefore, results will'depend largely on the sample site

selection. Uncertainty about the data makes it difficult

to draw conclusions. Nonetheless, some hypotheses can be

" formulated:

1. Well-know beaches attract a higher petcentage’of
far—awayiyiSitors. o ﬂ“‘g' iﬁé?' |
2. -People living close to the beach will select the
closest beach to a higher degree than peOple llve‘
ing far from the beach.
3. The farther a person lives;frou'the beach, the less"
iiﬁeiy he is to visit the beach.
If these hypotheses are true,ithey'have implications
for policy decisions affecting the shore. For exaﬁple, a
rapld population growth in Monmouth and Ocean countles will
result in more local v151tors on beaches w1th1n the study area.
Visitors from othervcountles w111 travel more frequent;y to

reach less crowded beaches in southern New Jersey. The costs

and benefits of this increase in travel could be compared with

‘egpanding beach areas through dredging»and;filling:in new. sand.

The results for the SCORP study (1977) are not supported
by the on- 51te surveys. The percentage of out of-state v151t-
ors is expected to be lower because the SCORP-survey included

southern New Jersey where the proportion of out-of-state
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visitors to major attractions is about 50 percent during the

summer months (Eagleton Poll 1981)

However, 'SCORP (1977) also estlmated demand by county
and the given estimate of about 40 percent out -of- state‘
.v151tors_1n Monmouth and Ocean countleslls tw1ce_ae much  as
suggeeted'by the‘other reviewed surveys; The error stemsv
.from the methodology, which employs partlclpatlon rates based -
. on state averages.~ In areas where real part1c1pat10n rates
are low, the figures become inflated. In effect, the propor—
tion of visitors from far away will be greatly exaggerated if

_ thlS type of model is used. The SCORP study (1977) covered a

lot of recreational activities where this methodology is ap-

propriate, but for activities located at a few discrete points, .

the-chance of'errorvis greater. -
| Mode of Travel
: PFour of the surveys report mode-of travel. Of theee,
the ﬁational Park System study’OfvsandY’HOOkf11975)"ddes hot.".
‘glve useable data about modes other than the automoblle be-"
cause the modal.spllt was found to be 99 percent in favor of
the automobile. The automobile is conflrmed“as the‘prlmary mode:
otitravel'in_bOthlthe_Monmouth County.studyf(léédyiand
by.Heatwole and'West (1980); _Exhibit:.B-S,below éivesvthe
| modal split for.some beaches in. the reglon; For/beaches in
New Jersey, the auto is the dominant mode'of travel. The only
exception in this case is Asbury.Park; where-l3‘percent arrive
by train. This figure was checked withbtraffic coﬁnts on the

North Jersey Coast Line and origin/destination tables from the
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New Jersey Transit 1981 survey. An estimated 2501people
take the train to Asbury Park on a hice weekend day. This is
12.5 percent of the estimated peak - day ailocatioh.On the

Asbury Park heach, which corresponds well with,the/measured

13 percent above.

Public transit as a mode of travel is more: common- on the

New York beaches. Forty—nine percent of visitors to Cbney Is-

land arrived on the subway, while 29 percent of végitprs to

‘Orchard Beach came by bus. These figures indicate. that the

availability of alternatives to the automobile will affect the

modal split. If public transit is'évailablezto tﬁé%béach;

people who do nOt have access to a car are able to go there.

But not many car owners will switch mode even if public transit

becomes avaiiable.' : ? | ] e
The National Park System 1976 sfudy revealed that‘only

one perbent of the people who had acceéé to a car chose another

mode of transportation when traveling to Jacob Riis Park, where

15 percent of vyisitors arrive by public transit. For Sandy Hook,

the same figure was .3 percent. Therefore,. it must be considered
unlikely'thatiincreased transit service to the New Jersey
beaches will affect the people already going there by car. In-

stead, it has the potential of making it possible for people who

" now are denied access to. the beaches to get there..'of course,'

if such a program were carried out on a grand scale, a secondéry'-
effect could.beithat auto users may:change their travel pattern
to avoid beaches séived by public>transit and-subsequently

become crowdéd._ | |

The New Jersey Transit survey (1981) concluded that



ambng_riders'taking'advantage‘of ﬂhe half-fare progrém on
weekends, the‘majority‘werelfrOm New York. Because £ransit~
bptibns mostly épéeal to peopie who db nat.have access tb a.
car, this is no suiprise. According to the‘survey, only

one out of>five,per50ns interviewed on thé train used the éa£
as a primarfvdéiiy transportation mode.  (How many of those |
had access té a‘caf during the day of thé"interview“iswhn~'

known. ) The North Jersey Coast Line originates in New York and

passes through'Hudson, Essex, Union, Middlesex, Monmouth,

-and Ocean counties. In New Jersey, the auto ownership is high-

er than in New York City.‘AWhile‘more than,haif of the house-
holds in New York do not own an automobile, only one out’bf"i”
10 hduseholdsiin the suburban ring of the metropolitaﬁ area
lack a car. (U.S. Bufeau of the Census 1972 in Brail and
Hﬁghes,'l977)>_The effect of these differences is that the
transit marketriéiactualiy larger in Manhattan than in the New.
Jerséj countiés; despite a smaller population; H
In l970;lmore thah 600,000 employees.liQing in Manhattan
traveled fo work without a car. in Hudson, Eésex, Union and
Middlesex counties. combined, the.figure'Was no more.than
360,b00. (Tri-State Regional Commission 1973 in Brail and

Hughes 1977)
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f12;5 percent) chose rail when a car was available.

- 3-17 ..

" The “Summer '80 Service" on the North Jersey Coast Line
did attract a number of passengers who had access to a.car.
About 20 percent of those rldlng had a car avallable. This fig-
ure is con51stent w1th the 1975 study by the Natlonal Park Service
of the Gateway facilities. However, the percent of total |
visitors who took the train is small._‘In Asbury Park, for
example, 12.5 percent of the visitors arrived by train. This

means that less than 3 percent of all visitors (20 percent of

\

— . i-

Socioeconomic Data of Beach Vlsltors'

Socioeconomic data have been collected: ln flve studles of
New Jersey beaches.. Those interviewed were asked such thlngs
as profession, education, income, race, sex and age.. For

the,purposewoﬁrcomparing the studies, the income and age" .

 variables have been selected. AAgain, the difficulties in

" making comparisons must be emphasized. The interviews

were conducted at different locations, at different times,

- and by different indiViduals. In addition; seleCted income

groups and age groups vary. The income varlable 1s further

N T

compllcated by adjustments to 1ncame as a result oI 1nf1at10n,
Therefore, 1ncome‘groups were.ad]usted and expressed in 1980
dollars. An income.edjustment approachtwas developed‘frgm
Current Pdpuiatioh Repofts by using growth factors of median

household income. The following figures were. used;

From 1974 to 1380 growth factor 1.715
From 1975 to 1980 growth.factor 1;594
From 1976 to 1980 - growth facter _ 1.469
From 1977 to 1980 gro&th,factor 1.350
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""preted accordlng to Exhlblt 3 7 ‘ [t can pe clearly seen thathﬁ

From ”1,9—7‘8{) 1980 growth factor 1.234
From 1979 to 1980 growth factor 1.117

The percentage of ‘beach visitors for various income

groups 1is expressed in a cumulative graph;(Exhibithdjéjpi
“which offers a comparison of different'income groups.*ﬁﬁf
The cumulatlve graph can be used for clarlflcatlon purposes
’:1n which the sample curve is compared to a set of 1deal
. or normative graphs. For example, in geology, cumulat1ve

:sieve curves form the basis for cla551fy1ng dlfferentrtypesf

In our case, we have used the updated New Jersey 1ncome B

- distrlbutlon as a’ norm., Thus, the graphs should be 1nter-

. RN SsXmp -
A S s
U «

RIEraad o

fbeach goers i general areé more affluent than the

AQNew Jersey populatlon.' The only exceptlon to thlS overall
hﬂj'assessment is the Monmouth County study where the survey

ﬁ;rshows a cut-off of 1ncome at about $25,000 and a greater

3proportlon of v131tors than expected from state-w1de averages

5who are . above the 11ne in the $15,000 to $25 000 range.f'

Of course, the surveys do not cover the same beaches'

f-}'maklng the comparlsons difficult. Nevertheless,~the exhlbit"

does show that low income households are less llkely to v151t

'eﬂ;ﬂ;the beach than other &ncome ‘groups.. RS Both Eagleton
'dand the Sandy Hook surveys confirm thls flndlng, as d° fﬁ

the research of Heatwole and West (1980) and Flaschbart (1978).

The age of visitors was surveyed also. Exh1b1t 3-8 -~

shows the distribution of ages and can be‘interprétéd the ‘same
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EXHIBIT 3-7

»Income Distribution, New Jersey Beaches

Percent of beach visitors

with incomes:less than

X dollars

~%  N.J. Total , ?
_‘& "*“&j\fo*' e

i Sandy Hook
.Y~ - Eagleton ——_—
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(north shore)
Monmouth Co.—m = — —— —— —~
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i
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Annual Household Income (X
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-

30,c00 i 40, poo
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EXHIBIT 3-8

Percent of beach v151tors ‘
younger then X years .

Age Distribution, New Jersey Beaches
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.
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way as the cumﬁlative.income.gréph. It is evident that youhg
people use the beach more frequentlyvthan oldef persons. How-
ever,‘fhé median agé.varies from aboutrzo years-ih the Monmouth
County 1980 study to about 30 years in the SCORP %1977) study;v
Considering the fact that the median‘age is’ﬁighér_among' 
visitors to the North Shore than to Cape May, this‘differehCQ‘
ig notiéxplaiﬁed'by differences in sample sites. _ihé£ead,
it proves the importance oficafeful'sampling in oﬁﬁéf fo

obtain unbiased data.

H



CHAPTER FOUR

A Historical Perspective,

Introfuction

New Jersey, one of the earliest settled colonies in America,

has developed 1nto a prosperous, attractlve, grow1ng state along

the eastern seaboard its hlstory reveals a detailed and

1nterest1ng past which became the foundatlons of New Jersey s
present. Tourism along the New Jersey shore area haswbecome one

of the:most proSperous-lndustrles in the state. Several shore

. resorts developed early in New Jersey's nistory'and'remalnd

_ Foday. Significant developments in transportation ha&e_had_ .

tremendous effects on the evolution of these Jersey shore

‘ resorts and play major roles in their future.

Tnls chapter ‘discusses the development of the northern
New Jersey shore area and how this development was affected

by varlous-transportatlon systems. The chapter is presented

:in tWo‘parts. Flrst, a brief hlstory of Ocean and Monmouth

Countles is dlscussed, giving an interesting overview of how
Varlous communltles in these countles developed Secondly,

a hlstory of the transportation systems in Ocean and Monmouth
Count;es is presented,‘p01nt1ng out how various modes of travel

affected development patterns in these counties.

The Development of. the Area

The first settlements ‘along the North Jersey shore were

located on the Highlands abovemthe_Rarltan.Bay; Even_w1th’1t5«
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rugged topography, the Highlands had permanent settlefs by 1664

and a year later 100 families lived on_or»néarAthe heights. on

~ .the other side.Of the Bay.streams of vessels passing Sandy Hook

made a lighthouse imperative. Work staftéd iﬁ'1792, and the light

flashed seaward for the firSt time oh June 11, 1864; Sandy

Hook's exposed position also made it axlogical spot for military

emplacements. Construction of Fort Hahcock was started there

before the Civil War and completed by 1893 when the éovéfnmént

began testing smokeless powder on Sandy Hook.

Just as the Indians had done for centuries, the firSt

" colonial vacationers to the Jersey Shore came to hunt and fish.

However,>the shore soon became a place to go to rélaxféuring
the summer, and by 1765 é boarding hqgsé had.geen oPgned 6n»
Tucker's Beach, south of Long Beach Island.. Resor£ towhs
'greﬁ rapidly as the railroad moved.down the coast. Tﬁe'Néw
York'and.Long Branch Railroad changed Monmouth County's "
character from a distant place for a selected few to an area
accessible to neafly all. |

Ocean County's seaside resorts also sprung up beside the

" railroads in the 1870's. Point Pleasant Land Company started

selling lots in 1870, the same year that a group of Philadelphia

‘Quakers founded Beach Haven. Seaside Park began as a Baptist

religious resort in 1876 and a Methodist camp meetihg came to
Island Heights in 1858. Bay Head, startédfin 1883, became .I
very fashionable, luring bathers from ;g'far away as Washington.
A railroad built on Long Beach Island ih 1885 provided the

potential for resorts strung along that long, narrow island,
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Founding fathers had different reasons for establishing their

resort towns, Some waﬁted amusement centers with large board-
walks and extensive commercial development; others wanted
religious retreats. Still other resort communities were‘
developed as excluéive havens for the wea;thy.v

'~ The first, and for many years the finest, amusement center
along the North Jersey shore was Long'Branéh, which attractedf.
its}first summer vacationers in 1788 and grew‘steadily in_
stature until 1850, In New Jersey, only Cape May couidtélaim

to be comparable 35 a resort. By the 1860's, Long Brahch was

' rYecognized as American's foremost resort. Exhibit 4-1 shows

a drawing of Long Branch in 1872, Fashionable visitors
flocked to the hotels and private estates. Ulysses S. Gfaht
éstaplgshed his summer capital here in lSéG,Ibeginning a
tradition that brought six succeeding presidents to the area
for their summer holidays. It was to Long Branch that o
President James A. Garfield was brought éfter being shot.in
Washington in Juiy, 1881, and it was here that he died two
months later.

In the 1890'5 many of Long Branch's wealﬁhy vacationers
began their exodus.outward'to nearby developing communities.
They now preferred to vacation in the . Elberon and West End
sections of the cipy;iand in Sea Bright, Moﬁmouth‘Beach,
Allenhurst, and Deal south of the city. Still, Long Branch
fought back during the 1920's when a surge of prosperity‘
folled up and down the ‘entire Jersey Sﬁore. ABthheﬁ the

clientele was increéSingly'middle;class.
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Down the coast in Ocean County, the advent of the

automobile resulted in the establishment of Seaside Heights

-&s an amusement center. In 1909 the first road started south-

ward from Point Pleasant; and by 1911 the thin highway

‘travelled through Seaside Heights and reached Seaside Park.

Twovyears later’a long'wobden bridge carried automobile

traffic across Barnegat Bay to Seaside Heights from Toms River.

:President Calvin Coolidge dedicated the new Delaware.

River Bridge between Camden and Philadelphia in 1926. The span,

then the longest suspension bridge in the world, was seen as
& short cut to South Jersey prosperity. Property alongathe"

shore shot up in price as soon as work began on the bridge,

as eyeryone waited for the stream of vacationers from

Philadelphia to roll across the new bridge. The five Cummings : -

brothers from Philadelphia took advantage of this improved

access to the shore by choosing to develop the exact spét

 where Cranberry Inlet has ceased to flow a century before.

Along with the Manhasset Realty Company, the Cummings

developed Seaside Heights, converting acres of moss-covered

-dunes into building lots just in time to take advantage of

the new roads and bridge.' Seaside Heights eventualiyv
outstripped all its peninsula neighbors in'éize, largely

because the bridge from Toms River conveniently landed

'Philadelphian‘motorists in town before they had a chance

to look elsewhere. Seaside Heights also proved the value

- of a commercial boardwalk, frowned on in most bther Bay

Head-to-Seaside Park towns.
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There weré'tbwns in both ﬁonmouth Coﬁnty_and Ocean County
which were established as:réligious reﬁreats. The best known
.of,these resorts is Ocean Grove. 'The'Gfove has never-deviated 
from its original aim to provide a quiet community where thdse.
who seek Methodist inspiration can findvit-(cﬁnningham, 1958?,'
56) . The barrenness of the_North Shore attracted the Ocean
Grove Cémp'Meeting Association in 1896. .Except for Long Branch;
not more than 100 persons lived on the beaches beﬁween Shark;
River and Atlantiq Highlandé. One family lived in Qhéé’is'now
all of Ocean Grove and Asbury Park. Ocean Grove gre& rapidly.
By 1891 as many as 6,000 people attended a single camp"meetiﬁg '

Service, Two years later the Reverend Elwood Stokes broke

. 9grounds for the Ocean Grove Auditorium.

_n?he Groye.never clashed openly with Loﬁg Branch., fhatmrmw
remained for one of its sons, James A. Bradley, a self-made
New York brush‘manufacturéi, who in 1870 came for a féét'at
Ocean Grove and wound up buying 500 acres of briars on the
north side éf Wesley Lake.. Bradléy namedvhisiwretéhed andv
uninhabited.wilderness Asbury Park, in honor of Bishop Fraﬁcis;:
Asbury, first Methodist bishop in the United States

(Cunningham, 1958:53). Bradley immediately took up battle

- with Long Branch. He also fought to keep Asbury Park -

exactly as he planned. However, when the city threatened
condemnation in 1903 he sold his holdings.east of Ocean Avenue.
The city administration then pushed to develop its beachfront

by improving its boardwalk, and in 1905 built a boardwalk

arcade,



g
.RailroadAéﬁatistiCS'for-AsburyvPark and.Ocean»Grove_in?1883”
illustrated how.the area had grown. As many as 103 trains ¥an
daily, bringing in as many as 8,000 people in a single day, and
600,000 people for the”éummer, This is even more réharkable in

<

view of the fact that trains were not permitted to stop on

Sundays in either place.

Atlantic Highlands is another shore resort communify which

'was established as a ¢amp meeting town. Originally named Bay

'Yiew,vAtlantié Highlands was laid out by tﬂe Leonardfféﬁily
(ﬁqr'whom Leonardo -is named) in 1880, Atléntic Highlanég;
aééid the founders, existed for lofty reasons uﬁlike-thﬁge-
excursion‘resorts,."Which'were largely beer gardens,
‘frequented by roughs and pickpockets." One of thé Leonérdsu.
said “in 1881 ‘that the Highlands camp_mééting‘would be on o
such‘a.scale as7t6 "throw Oqéén Grove out of buéiness“u"
(Cunningham, 1958:43). Atlantic Highlands never did throw

Ocean Grove out of business. Even after theINeW York and

Atlantic Highlands Railroad was built in 1883, few came to

Atlantic Highlands for its camp meeting. Clamming became

the main‘commercial.activity.

Happy times came to the Bay area during the first two
decades of the twentieth century. The bay resorts, paced
by Keansburé,—found vacationers much more pfofitable than
clams, Some towns built boardwalks, some enlarged their
beaches, and some inauéurated prémotiOnél activities.
During Prohibition somellécal clammers turned businessmen

disagreed with the law so violently that they decided to -
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bring in illicit rum as their protest. This led to the
establishment of the Atlantic Highlands Associatién, formed -

in 1923, to put an end to "bootleggers, gangsters, and gunmen"
(Cunningham, 1958:44). | Q |
In Ocean County, Seaside Park_was established in 1870
by members of the Baptist‘Church. The Baptist called Séaside
Park, "a place for rest and ease at ﬁoderate expense and free.
from the blighting influences of immorality, drunkénneés, and
Sabbath discretion" (Cunningham, 1958:77). .Not as many‘people
came to Seaside Park as the Baptists had hoped, and the caﬁp3 ‘
meeting idea died. However, the foundations of a quiet
residential community stood firm, and evenvtoday,Seaside Park
remains’relativly.sédate. |
* Many of the rich who.settled on the Morris and Somersei';w

hills turned to the Jersey Shore to escape the summer -heat.
They built fine homes at Deal,AElbeionﬁ, Ruméon,FSPring Lake,
and at the other.shoreICOmmunities which.became exclusive
retreats for the wealthy. Millions of dollars were poured
into huge homes between 1890 and 1910. Mahsions were
constructed like Solomon P. Guggenheim's 100-room "A;addinﬁﬁ_
palace," James A. Hearn's one million dollar scale .-
reproduction of Shakespeare's home at Stratford-on-Avon,

Nellie Fern Jones' Deal showplace, which later became Frank

‘Hague's home, and Arthur Hargan's Deal Conservatoire

(Cunningham, 1958:54).

Sea Bright gained fame in a different way. An 1889
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‘guidebook called it, "one of the gayest resorts on the coast.”
Its Lawn Tennis and Cricket Club, sporting the colors of the
Zingaree Cricket Club of England, started its invitational

tennis tournaments in 1884, and continued except for two wars

~until 1949 (Cunningham, 1958 53-54).

In Ocean County, the wealthy began settllng at Bay Head
and Mantoloking in the late 1870's. Mantoloklng was r
established in 1878 by Captain John Arnold and his.Sea—Shore
Land and Improvement Company. ‘Captain Arnold'knewiwﬁomjﬁe
wanted to attract. He laid over the entire tract with |
imPorted inland soil té grow grass. The projeé£ cost moneyf
it also attracted money. The exclusi#e seed of Mantoloking
was sown in the first load of £0psoil dumped on‘the sand:
(Cﬁhﬁingham}11§5%:78). Princetoniéns eétablished Bay Head
in 1879, and it quickly became a summer vaéation place-for
mény of'Pfinceton University's faculty. ‘

While new resort communities gréw along the Jersey Coast,
what nay have been the greatest shore development of all never.‘.
got off the drawing board. An anncuncement in 1926 said that
buyers for Henry Phi?ps, partner of Andrew Carnegievin
Pittsburgh steel Véntures, had purchased everything from
Seaside Park to Barnegat Inlet. The plan was to construct
an exclusive private development on Island. Beach. However,
the 1929 business crash doomed the projected Island Beach:
dévelopment. In 1930 Mr. Phipps died} at 90 years 6f(age

and as the Depression continued only a few sguatters called
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Island Beach haﬁe. The State had'talkéd of buying Island Beach
for épproximately 30 years without concrete action. Finally,
in 1952 $2;730,000 of state money snatched.Island Beach intact
out of the grasp of a réal estaﬁe company‘planning a large-

scale venture similar to what had been planned'in 1926.

Early Travel
| As New Jersey'deVeloped during the colonial period,
several "post~roads" were cleared through‘the State,'providing

direct routes to the dominant commercial and cultural colonies

of New York and Philadelphia. Horse and wagon, as well as

stagecoaches, were the major forms'of trénsportation along
these trails. These roadways mainly served settlements in
the”wéStern'parfibﬁ of the state and did nof'extend to the
Jersey shore area.

As a result, villages that were establisﬁed along the

Jersey shore developed into "self~contained" communities.

However, as agricultural production grew, transportation links

to the western portion of New Jersey as well as links to other
shore settlements arose. |

Stagecoach lines wére'established during the 1750's
between Séndy Hook and communities in present day Camden,
Burlington, and Ocean Counties. The "Jerséy Wagon,“ a covered
wagon capable of carrying 12 people plus luggage and drawn by

4 to 6 horses, was the dominant form of transportation for

individual travelers. Larger wagons carried freight.
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Stage linéédwere expandedvin the late 1790's and early
1800's reaching Tuckerton, Toms River, Freehold, and Long‘
Branch. 1In 1823, a stage line was established to accommodate 
vacationers to Manahawkin. These vacationers were mainly
‘hunters whom found grouse plentiful in Magahawkinvand
frequently revisited the area.

Parts of Sandy Hook, Keyport, and Port Monmouth were -
final destinations of the early stége lines. There}“sail
boats, léter re?laced by steamboats; complefed the jodrﬂéy
to New York by sailing across Raritan Bay. The linking of
'overland trave1 by wagon and oversea travel by sail boaéé,t;f
aéross the Bay was the dominate form of transpb#tation in

the area until the coming of the railroad.

' The steamboat was a particularly'impreSsive trahsporté£225H 
mode during the 19th éentury in the Monmouﬁh County area.
After the Civil War the steamboats moved~frdm freight to
predominahtly carrying passéngers. In Exhibit‘4—2 the major
docking éreas;fgr steamboats are detailed. According to

George R. Moss (1966), more than 125 steamboats were in

’service in the waters touching Monmouth County. One major

trip was the weekend excursions from New York to Long Branch |
(Exhibit 4-3}. Boatsltraveled from Manhattanvthrough New York.
Bay, across Raritan Bay and the Atlantic Océan, to Long Branch.
The Winslow Homer scene (Exhibit 4&4)captures’the elegance of
the Long Branch visitofs. The famous Ocean Pier lasted only

two years,_from-1879 to 1881, and was followed by the Iron
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Pier.(1881—l908); Exhibit 4-5 shows the Ocean Pier and Exhibit
4~6 ocutlines the sometimes unhappy consequencés of an ocean ?
Yoyage. In Exhibit 4-7 the unloading of an.excufsion steamer
is detailed, EXhibit‘448vshows life below decks. - _
Railroads

Railroad transpdrtation did not reach ﬁhe Jersey shore
area untilvthe late 1850's. Rail service to thé wéstérn and
central,portions of tﬁe State were established during the early‘
1820‘5. However,_with the shore area growing in popﬁlétion,
and a continued gréwth in agricultural production, the.demand :
for improved transportation systems to the shore area was met
twenty years later. | ‘

. The first rail lines to the shore area traveled to the
southern communities in present-day Atlantic County. ihe
first rail line completed in 1854 extended from Camden to
Absecon Bay. In 1855, a railroad bridge was constructed from
the<mainland‘at Absecon to the Sea Island (Atlantic.cify).
This bfidgevcafriéd the first rail line to thé Jersey Shore
area. | | ‘ |

In addition to thé demand for improved freight ﬁranspor-
tation, residenﬁs of the shore area sought to atfract travelers
from the Philadelphia region to the shore area. Transportation
networks at the time were primarily designed to provide travel
routes to and from the New York area with less emphasis on the
Philadelphié region. .ﬁo beaches were near Philadelphia, while

New Yorkers were able to visit the beaches on Long Island.
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Thus, efforts emerged to improve access to the New Jersey coast

- from Philadelphia. Several railroad companies were chartered”

by the State Legislature to operate between Philadelphia and-

Atlantic City. Competition among these carriérs forced many

“into bankruptcy. The Reading Railroad and Pennsylvania

i Railroad emerged as the chief railroad cdmpanies operating

to Atlantic City. .
The discovery of marl, a rich lime fer;ilizer'in the
Monmouth/Océan County region, was an additional contribdtor
to developing rail lines in this area. Agricultural production B
was the major économic force in éouthern Jersey. Fertilizer |
was needed throughout this area to meet the growing demand
for food as popu%ation grew. 24

Several small rail companies were organized between 1861

and 1879, with the Delaware Bay and Raritan Railroad,

chartered in 1854, becoming the largest; Rail 1inesrwere
estabiished through the inferior of Monmouth, Ocean Counties
and pbrtions'of Atlantic County. The original route.of the .
Delaﬁare Raritan Railroad was startéd in.1855; It beéan at
Keyport, traveled eést to Port Monmouth, and then south to
Toms River, Mays Landing, and Cape May Point. At its

northern terminus, Port Monmouth, a pier was constructed

in 1856 to accommodate sea vessels from New York which were

met by the railroad. .o

During the early 1860's, Delaware Raritan Railroad
extended into Middletown Township, Red Bank, and Eatontown

where a spur was constructed to Long Branch. 1In 1867, the



. . v . .

T4-21 - .

railroad went into bankruptcy and was reorganized as the New

Jersey Southern Railroad. The final expansion of rail service

was cdmpleted in the 1870's with rail lines reaching Vineland,

Bridgeton, and Delaware Bay. The great economic panic of 1873

LY

 forced the New Jersey Southern into bankruptcy. However, in

1879 the Central Railroad of New Jersey leased the cqmpany and

continued operationé.

As a direct fesponse to increased agricultural.éyoductiOﬁ
in the Freehold area, the Monmouth County Agricultural Railroad
was chartered ih'1867. A rail line from Freehold to Keyport

was completed in the 1880's. In addition, a large pierIWas

© built at Keyport on the Raritan Bay to accommodate anticipated

ihcrease in fréighﬁltransportation. This line was later takenL
oyer by the Philéaéiphia and Reading line. | o
 The New'York.LOng Branch Railroad, chartered in 1868,

and rechartered in 1869 as a part of the New Jersey Cenﬁral

Railroad, was the rail line that best served the sea-coast

region of Monmouth County. This line was established‘tq

- capture the majority'of trade with the New York area. After

arriving from the Long Branch area, goods were ferried from

Port Mommouth across Raritan Bay to New,York.f‘Later, much

of this traffic was re—routed to an all rail network to the -

"New York area via Jersey City.

Another rail line, established in 1863, was constructed

s

- to better Serve the immediate seashore area. The Long Branch

Seashore Railroad traveled from a point on Sandy‘Hook south



to Long Branch. During the laying of the tracks, some

- difficulties with the Federal Govefnment were encountered. Due

to the government's purchase of land on Sandy Hook for a
military base, a question of the rail lines terminus was subjéct
to controversy. This was resolved, and the tracks were laid.

In 1865, the rail line extended down the sea-island to Long

. Branch. - X

8o close to the Ocean beach in some places, according to

an account written two decades later, "that the surf blends
with the rattle of the cars and the shirk of the locomotive
whistle; and at times in high tides, the waves have washed
over the track." (Wilson, 1953:487).

Steamboat service to Bay View (Atlantic-ﬁiéhiands) froﬁ"New |
York began in 1879. This service was established for New York
"boatstrippers".—~ early vacétionérs to the shore area |
(EXﬁigii 4—9)ilugé Bay View increased in popularity, people B
began buying summer cottages in the area. Finally in 1883,
a rail line.with conneqtions at Red Bank was’constructed.
With the railroad service, Bay View became a strong competitor
to Long Branch as an ocean resbrt.

j".l:n Ocean County, the Delaware Raritan Railroad provided
rail service. Ironically, the line did ﬁot reach the shore
area or the county seat at Toms River. Stage lines to freehold,
where trains traveléd to New York thrdugh the AmboyS,'PrOVidea
a transportation link ﬁo Néw York.

In 1883, a rail line was‘constructed to reach Island Beéch..
This line was a continuation of a line built in 1881 Qut of

Camden and later extended through the Pine Barrens to Toms River..

From Toms River, the line crossed Barnegat Bay by trestle to
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Island Beach’wére Seaside Heigﬁ£s developed. From-Seaside Heights
the lineiéxtended north along Island Beach through Lavallette,
Chadwick, and Mantdloking‘Wheré it connected with the.Lonq Bfahch'n“
Railroad.

Early railroading was not a pleasant; norAsafe journey. .
Speeds of:thé first trains Qere from 15 to 20 mph. The danger
of the joprﬁey was.centered upon the fact.that oﬁly‘a single
throughvtrack Qas constructed. Several sidings existed Where'
onvcomin§ ttains would have to back into in-order tofleﬁ another
pass. Schedules were developed to allow time for incomiﬁg trains
to reach a siding so that outgoing trains could,pass. The'>v
.telegraph‘improved this situation by sending wqrd of incoming
trains. TIn addition to the danger, the ride itself waé loud,
unqgﬁgqrtableg and smoke-~filled. The first trains used woo&€f¢ v
as fuel, which was‘extremely smokey and anngying to the
passengers. |

| The laté nineteenth century and eafly twentieth century
Was the ﬁheyaay" of the railroads in the shdre area.; However, -
with the:éoming of‘aufomobiles, trucks, and buses aﬁd the
imprdveﬁéntvof the roadways, railroad service went into
decline. The feduction in steamboat service was iﬁitially

a result of the railroad and finally a result of the automobile.

‘Early‘EffSrts for”Improved Roadways

Parallel to the development of rail lines in the shore
area were efforts to improve and expand the roadway system.

This was done through the development of "turnpikes." Private
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'entrepreneurs,>With an interest in improving the transporting
of their goods, were contracted to construct and maintain
roadways. Travelers of these roadways were required to pay
a specified toll (per mile of travel) at "toll gates"
‘constructed on the roadways. - At this time in history, no‘
‘State or Federal‘aid was availabie for such public impfovementé.'
The era of turnpikes in the shore area began during the'1
1850‘5. Turnpike constrﬁction in éther parts of the,étate had
ended during the same era. By the 1870's séveral turnpiﬁes
were cbnstructed in the shore counties. The first was a
roadway from Keyport to Florence. Monmouth County deveioped“,,
the most extensive turnpike system in thé shore area, with
Ocean County developing a smaller system. Atlantic County
also had an ektensive system with the development of the Whi;;ﬂ.
Horse and Black Horse Pikes running toward Philadelphia.

, Turnpikes, built at this time, were approximately 16 feet
wide and were part wooden plank and part gravel. They cost
approximate1Y.$l,8C0 a mile. The floor was usually made of
threé inch thick planks laid crosswide to fhe road. These
planks rested on wooden "stringers" buried lengthwise in the
road bed. To reduce wear, the planks were éovered with a thin
layer of sand or gravel. When the price of lumber was too
cqstly, the roadway was simply gravel. The‘tﬁrnpike era was
not long lasting. However, it did lay the foundation for.

capital outlay allocated specifically for roadway construction.

Moreover, it made roadways usable year-round, since harsh

weather conditions previously made many early dirt roads unusable.



 the latter years of the 1870's.
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Turnpike development experienced several obstacles during

the latter years of its era. Travelers felt maintenance did not
. jﬁstify the tolls. The State of New Jersey fixed the tolls in
1849 at one cent per mile. However, in 1865, these rates were:

- Increased to 1 1/2 cents per mile for a Single horse, and

.additional charges for more horses. Weather conditions still

.~ farced many of these toll roads to be unpassable., Finally, by

#he late 1870’5,‘t011‘booths were removed and turnpikes.became
publicly owned, with each municipality responsible for
maintenance;'

| A growing concern for improved roadways‘hgd developed in
Not only was ‘this coﬁcern
directed'at the turnpikes, but an eXpanéion of free public,@ ;

roads was also sought. As a result of this growing concern,

~in 1892 the State legislature passed the State Aid Road Law,

which provided funds allocated to the éounty governments for
thé "betterment of public roads." The respective Counties
were’to survey their municipalities and develop plans.fof
utilizing macadamized, telford stone, gravel, oyster shell,

or other good material which would make roadways smooth and

'travelable year round. Plans for proposed roadways were

submitted to the State Commissioner of Public Roads for

approval. Upon approval, one-third of the cost were paid by

the State Treasury.

By 1901, Monmouth County had only 37.2 miles of improved
roads. The major portion of State aid funds were used to buy -

the turnpikes in the County. In addition, twenty miles of
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turnpike'roadwa§é were purchased, costing approximately $40(000,,'
independent of state aid. No roadways. were completed in

Ocean County during this period.v B o S "However,

ten miles near Lakewood were under conétruction. ‘Not ﬁntil

the introduction of the automobile was the roadway network

extensively improved.

The’TWentiéth'Centﬁfy'r : IR ) ' o S
. The early years of the twentieth century saw the railroad, ’
the steamboat, and the horse as the dominant forms of

transportation. An increasing concern for better passenger

' transportatioh, rather than freight, highlighted this new era.

Bicycles began to rise as a major form of local transportatiohf
:COmpeEihg:l“wfthifhe horse and buggy. Several bicycle clubéﬁg:ﬂ.
wé?e organized in Asbury Park, Long Branch and the Atléntié
Highlands. - |

'Significént developmenfs in transportation during this
century had cruciai'impacts to the shore area. ,The'introduc~
tion and expénsioh of the'automobile and sﬁate highway syétems
had major effects oh the development of the shore area. .Also
the early years of the twentieth century saw the development

of trolley systems in Ocean and Monmouth Counties.

N

 Streetcaré'dndiT¥01ié§S

An important means of local transportation which eventually

- spread into neighboring municipalities was the trolley, or

‘street car. The foundation of this system was developed. during
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the latter yéafs of the nineteenth century, with the use of '
‘horse-drawn trackless omnibuses and_horse—cars'(later mule‘cars).
These vehicles resembled stage coaches but were somewhat larger
and were 1imited to local transportationqneeds.
| The first street car rail system in the Shoré area begah
- operations in the middle 1860's in Atlantic City. - This was_

much”earlier than the development'of trolleys in Monmouth and

Ocean Counties which began in late 1800's -and contlnued through SR

the 1920's. 1In Ocean County, a number of trolley systems

developed in the 1890's and continued to operate untll l9l9.A
First, there was the South Jersey Street Rallway Company,
which lasted two summers -in P01nt Pleasant, 1894 and 1895

before going bankrupt. Itran on 1.2 miles in Point Pleasant,

The Bay Head “and Point Pleasant Street Rallway'Company
{1896~1902) wasvable to provide electricity to'Bay‘Head, but
unable to negotiate a trolley line. Finallf,'in 1903 the

Point Pleasant Traction Company was formed, and éxtended the:

existing_trackage into Bay Head, approximately three miles

(Exhibit . 4—10).k Residential development did occur along the

trolley llne which prov1ded a direct route to the early resort,

Bay Head, Another trolley system served Long Beach Island,

~and by 1901 reached all points on the island, from Barnegat

City to Beach Haven. These trolleys Served the respective
areas up to about 1919, when competition from automobiles

foroed their abandohment.

Monmouth County,surpassed all other shore Counties in

developing a trolley system. Routes extended along the Atlantic
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shore, and along Raritan Bay. 1In 1887, the first electric

éﬁréét railway inJNew‘Jersey, The Sea Shore EléctfiCtRailway,y
was built‘ét Asbury Park (Exhibit 4-11). This railway began
at'fhe railroad station and extended eastward. By 1895, the
entire line was.electrified with routes r%aching north to

Deal Lake, and south to Avon-by-the-Sea. (Exhibit 4-12).

‘Further expansion between Pleasure Bay and Asbury Park permit-

ted direct connection by ‘steamer to New York City (Exhibit 4-13}), "

Long Branch's early trolleys were horse-car lines which
started operation in 1870. An extensive street trolley éervice
was established within thé city limits, with outside connections
to Red Bank and Eatontown. In 1889, é spur was added to
Pleasure_Bay, and thé entire line was_electrifiéd.

. Perhaps @hekgreatest contributor to Monmouth County's . ... ..
extensive trolley system was the development in Keyport.
The first lbng line in the County was built in 1891 from
Keyport to Matawan. Sixteen horses and.fourteen horse-cars
were employed by the company. A single car was drawn by two
horses, which traveled along a modified rail line. A line was
also compleﬁed between Atlantic Highlands‘on Raritan Bay,
southward through Red Bank to Long Branch on the ocean
(Exhibit 4~14). In 1901, the line was eleétrified. "By 1909,
trolley service was available from Keyport’to Perth Amboy.
Service was also extended along the ocean through Atlantic
Highlands, reaching Highland Beach in 1911. By 1923, these
lines ceased operations due to the auﬁomobile, jitney, and

bus competition.



EXHIBIT 4-11

Sea Shore Electric, 1887
(Eid, 1979)
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EXHIBIT 4-12

Deal Lake Bridge,

Asbury Park, 1925
(Eid,1979)

1915
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EXHIBIT 4-13

" A Schedule from 1898
' (Eid, 1979)
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EXHIBIT 4-14

Trolleys in Red Bank
(Eid, 1980)
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F_Trolley service was a major contributor to the development
of shore communities. :

'The-trolley brought facilities for transportation by

comparatively quick.and reasonable means to scores of

_communities that were touched by the railroads. It

" speeded the growth of many overlying Sections and thus

aided the development of the area and the establlshment
of new v1llages. (Wllson, 1953:812).

- Even though trolleys had significant influences on
development patterns in the shore area, their impact was shoré
lived, They ceased to operate invthe early 1930's, after
experiencing boom and bust conditions for 50 years; For

example, in 1900 only 7 of the 57 trolley companies operating

in New Jersey paid dividends.

7Tne Age of the'Aufog;13

In many respects the automobile and the truck changed
life in the shore counties even more than the railroad
fifty years earlier. By the turn of the century, the
automobile with gasoline motor was being seen at the
shore and from then on it increasingly affected the
"lives of all who lived in the shore area..

(Wilson, 1953:819).

The first appearance of the automobile in the shore area

- was in Atlantic City in the fall of 1899. At the same time

automobiles also were seen in Long Branch, Monmouth County.
These early cars were called "electrics," powered by storage
batteries that needed frequent recharges from an electric
plant. Only a-few‘of ehese electrics existed, end were
imported from Europe; gasoline powered automobiles began to
appear shortly after the "electrics." .By 1904, autoﬁobiles
were seeh in Atlantic City and Asbury Park. The introduction

of the automobile had a significant impact on society in the



shore area.

The automobile offered opportunities for a new type of
recreation for shore visitors, "touring." It also
‘provided a new means of contact between the shore and
the metropolitan areas of interior New Jersey, New
York, and Philadelphia. (wWwilson, 1953:823).

Several shore communities, in Monmouth County organized

rand "tdurinq parties" called "tally ho's." Car owners and
g _ y ho's.

their families would get together and form a procession

traveling through various communities. 1In addition several

early car races were organized in Asbury Park and Long Branch,

beginning in 1908.
By 1920, cars were a common sight in the shore area.
However, the majority of visitors still came by rail. With

the number of cars growing, the need for more and improved

roadways was greatly enhanced. As vehicle registrations and ™™ '

licensing fees increased, state fevenues grew, enabling

the state to initiate programs to meet the need for mére and
better roadways.'-ThevState's early effort £0»improve the
road sysﬁem fgcused only on maintainihg existing roadways.
No extenéive néw construction wasvproposed. In 1912, £he
State Began a state highway system, by taking over several
existing routes.

Ocean County began roadway improveménts,in 1904 with
funds apprdpriated through the Board of Chosen Freeholders.
Roadways capable of carrying automobiles weré-extended
throughoﬁt‘the County,'includiné the entife,length of Long
Beaéh Island. In the ﬁid~1920's, residents of Oéean_cbunty

asked the State to build a paved roadway-from Asbury Park
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to the Philadeléhia—Camden metropolitan area. The U.S. Navy,
" which had established an air station in near;by Lakehurst;
‘also supported this proposal. -In 1930, thié.roadwaj was
compléted, and in 1936,7it was extended from Lékehurst to
' Trenton. This was one of the eérlier State actions to
-develop a'highwayfsystem in Ocean County; |
MQnmouth,County'developed the grea£est netwqu,of'
‘improved roadways in the State. Early effo;tg‘began ih;
1900, with the first concrete road extending ffom Ffeehold
scuth'tqvAdelphialcompleted in 1913. This was claimedrtq be
the fifst concrete roadway in thé_eﬁtire State.- BYH;QZS,_
Monmouth County had more mileage of state highway (27.miles)
than any othet county. | | .
"gince,tr;véiers from northern New Jersey and the New York.f 
metropolitan area were composed mostly of summe r guests,
additional state highwéys were constructed>in Monmouth County
to accommodate this flow. Route 34, specially designed for
this flow from northern New Jersey, wasvéompleted in 1928.
it is.intéresting»to note tha£ the recognition of the special
transportation needs of the shbre communitiés -— the need fbr
summer access =~ was‘recognized in the 1920's. |
During the early years of the 1900's and continuiﬁg
until the 1930’5, extensive roadway construction, initiatea :
by the state and 10Cal‘municipalities, laid the foundations
for today's highway system. This effort peaked in11954.
when the Garden State Pérkway_was completed through Monmouth

and Ocean Counties. Shore counties in southern New Jersey
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_greatly benefited from this roadway; however, Monmouth and

Ocean Counties obviously benefited as well. The automobile
has brought, and continues to bring, miliions of people to-
the shore area during the summer,months;- It is exactly this

issue of recreational access which even today reguires study.

Summary

The evolution of transportation systems in the New
Jersey shore area had direct im?acts to development in thié-
area. Early forms of transpoftation were improﬁed as a resﬁlt

of economic pressure centered upon expansion of freight facil-

ities, Agricultural production and latter production of glass=

ware in the shore area resulted in extended stage lines and
roadway improvements. -

Early railroads had a key role in fostering the development
of shore area resorts when they began to emphasizé passenger
traffic rather than freight traffic. This was a result of
growing resorts which developéd in Asbury Park, Long Branch,
and Bay View.

‘Finally, the automobilé had the greatest impact to the

shore area by bringing millions of travelers each summer to

the beach resorts.



CHAPTER FIVE
Travel to Monmouth and Ocean County Beaches

The Survey Approach

In Chapter Three our present knowledge of travel to the
New Jersey shore was reviewed. This knowledge is by no
means comprehensive. It is difficult to compare the various
studies of beach use because of variations in methodology,
survey sites, and purpose. Because of this lack of reliable -
and comparable data it was decided to conduct a survey which.
would help. to answer some of the issues raised in this
repo;ﬁ.‘Morejspecifically, it was important to know:

1. The origin and destinations of New Jersey
beachgoers. Are certain beaches more popular than
others? 1Is distance a factor in determining
participation rates? :

2. The socioeconomic backgrounds of beach goers. For
example, are poor people less likely to go to the
beach than more affluent groups? Is there any
relationship between ethnicity and beach
visitations?

3. The propensity of people to travel together; What

is the occupancy rate of vehicles coming to the:
beach?

4. The temporal characteristics of beach users?
Do people who live further away arrive later
at the beach? :

Of these four research questions, the second one

focusing on socioeconomic differences is treated in the

literature (Flaschbart, 1978; Heatwole and West, 1980;
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SCORP, 1976). It is the question which is least answerable
in the survey approach used in this study -- a license
plate investigation. 1In a license plate  survey observers

‘are placed at selected sites where they record plate num-

' bers. The on-site license plate number is used to determine

the origins and destinations of the trips. It is .assumed
that the vehicle trip originated at the home address of the
traveler and the destination isiwhere the license plate

number was recorded.

Home, roadside and beach interviews were considered and

rejected because of resource constraints. The license plate

survey can cheaply and quickly provide basic information - == =

which can answer questions about thé origins;.destinations
and distance of travel. However, license plate surveyé-
cannot directly answer quéstions about the socioeconomic
chéracteristics of beach users. This study will utilize
already exisiting materials.coupled to a study of community
demographics and participation rates to answer gquestions on
the backgrounds of beach seekers. In this way, some prelif
minary conciusions can be drawn about the relationships
between beach use and socioeconomic»characteristics.

Data was also collected on the}aﬁto occupancy and beach
arrival times. Whiie 1imited to only a few beaches, the
information does pfovide important informétion to answer the

third and fourth questions posed above.

t



"The Origins and Destinations of Beach Visitors

3]

"Origin and destination studies are a traditional compo-
nent of urban transpértation planning methodology. These
studies=anélyze from where and to_where"trips are made
within the study area. In this research on recreafion#i
travel, the destinations will be a particuiar beach and-the

zones will be counties and communities in New Jersey. It is

. important to take the population size of the sending zone

into account. We may discover, for example, that 35 percent
of visitors to Sandy Hook arrive from Essex County. Is this V
’péfcghtage:hfghﬁbecause Sandy Hook is very popular in Essékt """"
County or because many people live in the county?

For this study we have developed a neﬁﬂconcept in

presenting participation rates which takes into account both

the size of the sample taken at the beach'lqcation and the_

. population size of the sending area. We have chosen to call

this measure the "participation quotient." Based on the
location concept found in urban economics, the - partici- .
pation quotient is a ratio of percentages. The participation

guotient (PQ) can be expressed as follows:
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i,s i,t
PQ =  —remmmemmmem -
P /P
S t
wheres V Number of surveyed visitors to site i -from
i,s - sending area s S
v Total number of surveyed visitors to site i
i,t
P Population of sending area s
S
P Total population of all sending areas
t .

. .The participation quotient is a useful device for

determining which sending areas have a greater proportion

of visitors to the different beach locations. If the"quo—
tientvis greater than one then the partiéipation rate of the
sending community is greater than the overall‘average parti-
cipation réte of all communities in the‘staté to that beach
location. Essentialiy, the participatién quotient identi-
fies.sending areas which.use a particular facility more than
the'statéwiae average. The quotient is a ratio of percen-
tages} For example, of the 565 visitors to Sandy Hook on a
Sunday, 90, or 15.9 peréent, came from Essex County. In
1980, Essex Counﬁy contained 11.5.perpent of the state 
population. The partiéipation quotient is 1.38 (15.9 pe;cent

/ 11.5 percent). Essex County sends more than the statewide



average number of residents to Sandy Hook.
| Exhibit 5—1‘show§‘the 10 sites invMonmouth”and Ocean
Countieslwhich were surveyed. These beathes'wére selééted
because of popularity and geograéﬁic distribution. A total
of 3,067 license'plates were recorded on weekend days.in
Summer, 1981, ‘Also, an additional 1,302.pigtes wereireéorded
on weekdays af three locationsv-- Island Béach, Séaside
Heights and Sandy Hook. In general, thé plate numbers were
collected at parking lots, or at park entranceé for Sandy
Hook and Island Beach, as automobiles arrived -at the beach
loéations during the morning hours. In those situations |
where the pS}ki;Q lot closes when full; at Island Beach or
Sandy Hook, additional plates were‘cqllected in the after-
noon when the beach opened again.. |
In Exhibit 5-2 the participation qﬁotients of all_sur-
veyed sites and coﬁntiés Are liéted. Note than the parti- .
cipation quotient of Essex Couhty to Sandvaook is, ihdeed,
1.38.'This set of participation quotients is based oh 3,067
automobile license plates taken at the 10 sites on weekends
in the summer of 1981.
Based dn existing research and intuitive judgment we
might expect to find an inverse relationship between parti-
cipation rates and distance to the béach.‘ Houséholds,from

counties which are more distant from the beach would be
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EXHIBIT 5-1

% Beach Sites,
- License Plate Survey
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EXHIBIT 5-2

Partlclpatlon Quotients by Site'and County,

5-7

- SANDY- -

Weekend Day, 1981
- (N = 3,067)
SITE
LONG  POINT SEASIDE - ISLAND _ "BRADLEY  ASBURY ,

COUNTY BRANCH- PLEASANT LAVALETTE HEIGHTS 'BEACH 5P  BELMAR  BEACH PARK MANASBUAN HOOK
ATLANTIC 0.23 0.00 0.16 0.00 0.00 0.00 0.00 .33 0.00 - 0.00
BERGEN 0.84 0.83 1,66 1.13 0.70 0.73 0.71 1,42 0.50 0.56
BURLINGTON 0.23 0.08 0,59 1,45 0.81 0.98 0.00 6.19 - 012 . 01
CAMDEN - 019 0.04 0,06 0.05 0.23 0.00 ¢.00 0,07 0,05 0.19 .
CAPE HAY 0.00 0.900 0.37 0.00 0.13 0.00 0.00 6.00 - 0.27 0.16 .
CUMBERLAND 0.34 0.00 0.00 0.19 0.18 0,00 0.00 0.26 . 0,00 - . 0.10
ESSEX 1.9¢ 0.42 1.0¢ 0.77 0.64 . 0.89 0.76 1.13 0.45
BLOUCESTER 0.00> --0.00 0,00 0.13 0.12 . . 0.00 0.21 0.00 0.00+= 20,07
HUDSON - 2.24 0.84 0.88 0.85 0.40 0.61 1.49 1.72 0.40 1.45
HUNTERDON 0.00 0.48 0.35 0.29 . 1.40 0.09 0.00 1.18 0.26 0.13
HERCER 0.14 1.14 0,20 2.20 3.9 0,30 0.14 0.56 0,58 0.17
HIDDLESEY 0.90 1,20 1.13 1.26 1.28 252 072 0.92 2.07 1.75
HONNOUTH 2.48 1,54 0.79 0.35 0.68  5.08 3,45 .00 500 - 3.7
HORRIS - 0.11 1.17 0.40 0.86 1.43 0.13 0.43 0.59 0.72 6.58
OCEAN 0.52 5.34 3.3 3.40 2.51 6.71 0.49 9.20 1.10 0.23
PASSAIC 1.60 1.47 1.37 .93 1,26 0.40 - 1.4 1.22 0.70 0.73
SOHERSET 0.00 1,03 1,20 1.48 1,49 1,06 0.21 0.67 1,22 - 0.4
SUSSEX 6.00 - 0,00 0.53 1.08 6.95 0.26 1.47 0,29 0.00 0.43
UNION 1.33 1.24 1,33 1,04 1,14 1.6% 1.27 1.29 1.43 1.76
KARREN 0.00 0.33 1.81 0.87 0.73 0.51° 0.41 0.00 0.4b

1.78

.38

NOTE: SALEN COUNTY HAD WD VISITORS TO THE BEACHES ABOVE IN THIS SHRVEY.



expected to visit the beach lees freéuently than those
closer. Exhlblt 5-3 ranks the county part1c1patlon quotlents
for the ten sites. Distance is clearly an 1mportant factor.
For all beach sites the highest participation quotients are
’either Monmouth or Ocean Counties. These are followed by the
populous counties of northern New Jersey - Unioﬁ, Middle-
sex, Hudson, Essex, Passaic and Bergen. bccasionaily;jthe
more rural counties such as Somereet; Warren or Hunterdon
will be ranked.bThe effect'of population size of the,county-
has been contiolled in these quotients. The clear implica-
tion is;that distance does.matter.in beach selection. The
sites are listed in Exhibit 5-3 from north to south. The
counties with the highest guotients move south also..While

the site furthest oorth, Sandy Hook, ‘has Monmouth and Union

as the highest participating counties, Island Beach State

-Park at the southern end is visited most by Mercer and

Ocean.

Socioceconomic Factors

‘The Approach

The license plate survey does not permit testing of the
effect of socioeconomic factors on participation rates.
However, by changing the unit of analysis from individuals

to municipalities, a wider range of variables can be

examined. This is accomplished by assigning to each munici-



EXHIBIT 5-3

Ranking of Participation Quotients
By Site and County,
Weekend Day, 1981

OCEAN 1.10

(N = 3,067) .
PARTICIPATION
SITES : COUNTY QUOTIENT
SANDY HOOK MONMOUTH 3.76
‘ UNION 1.76
MIDDLESEX 1.75
HUDSON . 1.45 i
ESSEX ‘ 1.38
- LONG BRANCH MONMOUTH 2.48
: HUDSON o 2.24
ESSEX 1.99
T FASSAIC - 1.60
UNTION ' 1,33
ASBURY FAREK MONMOUTH F.00
HUDSON ) 1.72
 BERGEN 1.42
UNMTI DN 1.2%9
PASSAIC W22
HUNTERDON 1.18
ESSEX C1.13F
BRADLEY REACH MONMOUTH 5.45
© HUDSON - 1.69
SUSSEX . 1.47
PASSAIC 1.34
UNION 1.27
BELMAR MONMOUTH 5.06
. MIDDLESEX 2.52
UNTON ‘ 1.64
MANASOUAN , MONMOUTH 5. 00
MIDDLESEX 2.07
UNION © ' 1.43
SOMERSET 22




EXHIBIT 5-3

(continued)
. : FARTICIFPATION
SITES } , COUNTY . QUOTIENT
- POINT PLEASANT ~ DCEAN , 5.34 e
REACH _ MONMOUTH 1.54 '
PASSAIC 1.47 .=
UNION t.24 =
MIDDLESEX 1.20
MERCER 1.16 ]
LAVALLETTE DCEAN 3.36
WARKEN 1.81
BERGEN 1.664
FASSAIC - 1.37
o UNION 1.33
ST MIDDLESEX 1.13
ESSEX 1.01
. BEASIDE HEIGHTS OCEAN 3.40
: - MERCER 2.20
WARREN 1.78
SOMERSET : 1.48
BURL INGTON 1.45
MIDDLESEX 1.26
BERGEN 1.13
SUSSEX 1.08
UNMION 1.04
ISLAND REACH MERCER . 3.19
STATE FARK OCEAN 2.91
SOMERSET 1.6%9
MORRIS 1.63
" HUNTERDON 1.40
MIDDLESEX 1.28
PASSAIC . 1.26

UMION - ' 1414




~pality in the study a set of socioecbndmic characteristiCs,

including income and ethnic variables. §

Using mﬁltiplev:égfession analysis, we wili preaict thé
participation quotient of selected communities as aAﬁpﬁction
of a set of community socioeconémic_characteristics»qnd the
distance of the community to the'beach site. An obvioﬁs
danger mu$t be mentioned.'By using&community aggreéaté data
rather than individual household information we mﬁsﬁwP;
careful not to impute community characteristicsvtqiihdiﬁi; H;
dual behavior. For example,‘we will-nbtﬂknow whether low-
incdme peoplé_go to the beach, only whether or not lowf
income communities send a higher or lower number of visitors
to the beach than the statewide average.:Maybé the féw
higher-income households in the low-inéome communiﬁy-go to
the beach frequently, while the bulk of the community does
not go at all. | | |

In order to examine the relationships between

variables, cities had to be selected based on . data availa-

biiity. The criteria used was population size. 'All cities
in northern New‘Jeréey which had more than 30,000 people in.
the 1980 census were included in the sample'(Exhibit 5-4).
Cities over 30,000 in the southern part of the state were

excluded because inhabitants tend to.go to beaches further

»south than the study'érea of this project. This procedure



ﬂm '
" .

12

EXHIBIT 5-4

Sample Municipalities
Northern New Jersey
(Municipalities in 1980
“with more than 30,000

‘inhabitants)

E Eh EE IR BN = - EE O EE . - _

Hunterday

30 enLES
3 .

do
. al

Municipalities with:
® 30,000-50,000
- ® 50,001-100,000

@ More than 100,000

/ Excluded Counties

/
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' may exclude some smaller cities with high participation

rates; on the other hand, it excludes many artificially high

'_participation rates caused by single automobiles arriving

from very small communities.

The Analysis

‘The data for the 42 cities was analyzed to determlne;
the'relatlonshlps between part1c1pat10n and a number of_-

predlctor variables. Informat1on was collected on flve demo—"

graphle-varlables: (1) average household income,. (2) average ---

per capita income, (3) percent of the population below the.
poverty rate, (4) the percentage of Black populat1on and (5)?7
the percentaée of Hispanic populatlon The data was derived
from the‘U.S. Census. Also, distance was ealculated from the
community to the beach sites using the ekpected'shortest
path in terms_of.length..Obviously, the travel times can‘
vary Widely depending on‘time of dayAand day of_week. In

this sense, the distances are assumed to be relative indica-

- tors of the friction of travel as perceived by the prospec-

tive beachgoer. .Three distances were'calculétedl The
distance of all communities to Sandybﬂook and,:elterna_
tively,_to Islandeeach State Park was estimated. Subse-
quently, these two dietances were everaged to‘produce'e

third estimate.

The participation quotient was'used as the dependent"



‘'variable. All ten sites were examined using'correlation and

regression analysis. In general, it was assumed that_parti—
cipation in going to the beach would increase:

1. when the community was closer to the beach'site'

2. when there was a lower poverty rate

3. when there was higher average household or per'
capita 1ncome :

However, no assumptions were made about the relationship of

the part1c1patlon quotient to the percentage of Black or

Hispanic populations. It should be remembered that the par-

ticipation quotlent takes the populatlon of the communlty

1nto account 1n the formula, so that there was no need to

o

adjust for populatlon size of -the community in the ana1y51s.
The correlation matrix of the variables included in the
analysis is shown in Exhibit 5-5. The values in the matrix
are the product-moment correlation coefficents, also known
"_n

as "r", which range between -1 and +1. The higher the value

the greater the linear relationship between the variables.

~The sign of r indicates the direction of relationship. For

example, the r between the average household income of the
community (HHY)Iand the poverty rate (PR} is —.89-7 This
indicates a very strong linear inuerse relationship.betueen
these‘two variables. In other words,vthe:higher the house—
hold income in a community the lowerathe'expected poverty.

rate -- an intuitive result. However, the correlation coef-
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ficient between household income and average distance to
the beach sites from the communities is zero (rounded to two

digits), meaning there is no relationship. This indicates

that the spatial distribution of éommunitieS'over 30,000 in

Néw Jersey is such that higher income communities are not

generaily closer to the beach sites than loﬁer income. commu-

nities. ;ﬁf |
The correlation matrix can explore some potentially

interesting.interrelationships between the variables. A

'particularly interesting analysis can be done examining the

relationships among beach sites. For example, the correla-
tion" coefficdient between the participation quotients at
Seaside Heights and Island Beach State Park is .81.'Communi—
ties seﬁding visitors to‘the state park'also sénd visitors
to Seaside. The license plate.surveys for these two sités

were taken on different days so that the same cars are not

- being counted. The only other high correlation (o?er .5)

among beach site visitation is the r of .64 between Belmar

- and Manasguan.

From the correlation matrix four independent variables
were selected as predictors of participation at eaéh of the
beach sites. Since there were extremely'high‘éorrelationé;
between household inéome, per capita incomé, and poverty

rate, one was selected as an indicator of income -- the-



household income variable. The percent Black population and
percent Hispanic population were'selected,also. Finally, a

distance measure was selected, either from the community to

_Sandy Hook, Island Beach, or an average of the two, depen-

‘ding on the location of the beach site.

These four independent variables were run against the

. ten beach sites using a multiple regression analeis}“Thev

. results are shown in Exhibit 5-6. For each beach sifgjthe

important predictor variables are shown, ranked by_brde: of
importance. The beta value is the standardized regression'

coefficient, and indicates the relative importance of the

variable in predicting participation. The beta-coeffficients

are standardized to take out the effect of thevdifferent
units of measureﬁent, such as miles or dollars. For example,
for the Point Pleasant beach site the distance variable
(beta= -.345) is more important than the percent of the
‘community population which is Black (beta= -.289) in predic—

ting participation. The sign indicates theddirection of the.

.relationship, similar to the correlation coefficient r. The

B coefficient is‘the regression coefficient ef the.regres-_
sion equation. Only those predictor variables which are
statistically significant at the -.10. .05,‘.01 or .001
levels are included in the equation. |

The R—square of-the total equation is the percent_of

explained variation from all the variables listed for the
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EXHIBIT 5-6
Important Predictors of Participation -
By Beach Site '

f B SIGNIFICANCE  R-SOUARE -  SIGNIFICANCE
BEACH SITE YARIABLE BETA  COEFFICIENT LEVEL TOTAL EQUATION TOTAL EGUATION
LONS BRANCH  PERC’T HISPANIC L5 5.511 001 98 001

INTERCEPT 965
PT. PLEASANT DISTANCE(1) - 345 -.089 05 212 Y
PERCENT BLACK -.289 -2.570 .05 e
INTERCEPT . 4.08 - -
LAVALETTE NDNE
SEASIDE HEIGHTS  DISTANCE(2) -.560 -5.104 ,001 B TE SRR 7
INTERCEPT : 10181 | Co L
ISLAWD BEACH SP  DISTAWCE(2) -.565 -4,937 001 319 ,001
INTERCEPT 9,953 - :
BELAAR DISTANCE(1) - 35 -.043 05 127 05
| INTERCEPT 3734
BRADLEY BEACH  PERCENT BLACK - 499 -3.228 05 29 05
HOUSER’D INCOME - 434 00009 .0 :
PERC’T HISPANIC -.328 -2,538 .08
DISTANCE(1) 294 ,030 05
INTERCEPT 2.186 '
~ ASBURY PARK NONE -
RANASBUAN DISTANCE (1) - 403 -.037 .01 298 .01
. HOUSEH’D INCOME .368 00007 .01
INTERCEPT 1.493 o
SANDY HOOK DISTANCE (3) -712 -7.728 001 506 001
INTERCEPT 13.492

NOTES:

(1) AVERAGE DISTANCE OF COMMUNITIES TD BEACHES
{2) LO6 OF DISTANCE TO ISLAND BEACH STATE PARK
{3) LO6 OF DISTANCE TO SANDY HOOK
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particﬁlar beach site., Thus, thefé are four predictor varia-
bleé for Bradley Beach which altogether predict 22.9 percent
of the variability in participatidn among communitiés.
IntereStingly; distance alone predicts'SO.G percent fqr
Séhay Hook..The'final column of the exhibit indicates_the
statistical sighificance of the total equatidn,' -
The results.éf'EXhibit 5-6 shbw ﬁhe variation»among
beach sites in the importance of the different predictpr :
variablés. There aré several concluéiéns wﬁichVCan bévdrawn

from this_analysis. First, distance is the most important.

' variable in predicting participation.rates among communi-

tiesw Distance®is a significant predictor for 7 of the 10 =

4beachzsites, and the most important predictor for 6 of

these. This is-nd£ a surprising result, but is important for
policy purposes. It means that among cémmunities ovér'30,000
in_New Jersey distance does affect-travel'fb the beach on
summer~weekends._Héwever, based on these résuitsjthe exact
impoftance of diSténée varies wideiy among beach sites. For
examplé, distance is extremely iﬂportant in predicting
travel to Sandy.Hook, while only minimally importanﬁ for
Bradley Beach. The relationship between distance and parti-.
cipation for Sandy Hook is shown»in Exhibit 5-7.

Earlier, it was Suggested.that there‘was no relationé

ship between.the distance of the communities to the”beach |
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. EXHIBIT 5-7

Relationship between Distance and Participation, -
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‘In Exhibit 5-6 household income is important for onl&ItWO
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sites and the average community income. The correlation

‘coefficent in Exhibit 5-5 between household income and -any

' of the distance measures -- to Sandy Hook, Islahd'Beach_or

an average to all beach sites -- is very low. For example,
the coefficient is zero between average distance and house- .
hold income. This means that higher income communities are

neither generally closer or further away from the beaéh'

"sites than lower income communities. It is also trﬁé that

household income is not generally related to participation.

beach sites -- Manasquan and Bradley Beach. However, while

there is a positive correlation between income and partici- .
pation for Manasquan, there is an inverse relationship for

the Bradley Beach site. Higher income communities are less

likely to send travelers to Bradley Beach-according t0 these

results,

A note of caution is important. The Bradley Beach

~ equation is suspect. The equation indicates that partici-

pation increases as. the percentage of Black and Hispanic
populations decrease énd as distance incréases.‘Since‘income
and percent Black or percent Hispanic are inversely related
in the correlation matrix (Exhibit 5-5);vwe'would expect
that there would be a positive.cofrelatidn beﬁween pértici— 
pation at Bradley Beach and income. in faqt;_therevis a

negative correlation between these two variables in the
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equation. Also, it is counter-intuitive to -expect a positive

relationship between distance and participation, where there

~is more travel from communities further éway.'Yet, the

. equation shows this.

There is the cleér relationship between partiéipation .
and‘distance. There is much less in the way of a relaﬁionf
ship for household income in thié data( although o%her'
studies ha&e shown that low income_hbuseholds arewlesé
likely to visit the beach than other income groﬁpg
(Flaschbart,.1978; Heatwole and West, 1980; Eagleton Poll,
1981). Ethnic variables also arerdniy weakly reiaﬁeé Eo‘
phfficipafighxgith a few exceptions. Long Branch shows a
relatively strong relationship between participation and
communities with a high percentage of Hispanics. Alterna-

tively, at Point Pleasant there is a moderate relationship

'between participation and communities with a lower percen-

tage of Blacks. Overall, however, there is little to justify
aﬁy conclusion ébout income or ethnicity regarding partici-
pétion.at these ten-beach sites in northern New Jeréey.
Correspondingly, there is a strong relationship between

distance and participation.

Age of Vehicle as a Social Indicator

The data set included age of the vehicle as one of the.
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variables. 'if is tempting to assume a relationship betwéen
the agé of the vehicle and the owner's income. If_béaéhes
were visited by identical socioéconomig groups, we would
expect the age diétribution of the visiting véhicles to be
similar among the differenf sites.’ This is not thevéase as .
shown in Exhibit 5-8 and Exhibit 5-9. In Exhibitjsfgﬂthe'
distribution of vehicleiages of ﬁhe 10_beach'site§;shows

that there are differences. Fully one-half of the Vehicles

' surveyed in Point Pleasént were 1978 model Years or newer.

In.Long Branch, by contrast, bnly'30 percehf were 1978 of
newer. These differences appear when examining the older
Vgh}cle pppyiation as well. Fully 17 percent of autdmo—‘*
biles surveyed at Sahdy Hook were 1969 or earlier model
years. Only 8 percent of the cars visiting Lavalette weré as
old.

In Exhibit 5-9 the different beaches are ranked in
terms of the average age of the vehicles sdrveyéd. 
Lavaiette, Point Pleaéantvana Manasquan had the "newest”

vehicles in the survey while Sandy Hook, Long Branch and

Seaside Heights had the "oldest,"'In_contrast to the

federally—run Sandy Hook, Island Beach State Park was
visited by relativély newver vehicles. Thé differences in the
average ages of the vehicles is moderately siénificént. The.
difference between the first ranked site, Lavalette_and the

last ranked site, Sandy Hook, is two years. There are varia-



EXHIBIT 5-8

Age of Vehicles of Visitors

to Beach Sites

5-24

—— e - -t - —— " —— — - g ——— - ————— . —— " —— —————————

46 .

PCT. - NO.
266 19 .
140 28
167 21 .
.237 _66‘”
170 29
.148 17
.182 19
.154 29
177 200
.160 94

MODEL YEAR

SITE T l978-0n 1974-1977 1970-1973-- BEFORE '70
TOTAL NO. PCT. NO. PCT. .NO.

LONG BRANCH 173 52 .301 56 324

PT. PLEASANT 264 132 .5 67 .254 37
LAVALETTE 252 115 .456 . 74 .294 42
 SEASIDE HEIGHTS 545 193 .354 163 .299 129
BELMAR 264 116 .439 74 .280 45
BRADLEY BEACH 183 69 .377 70 .383 27
ASBURY PARK 225 82 .364 83 .369 41
MANASQUAN 344 150 .436 112 .326 = 53
SANDY HOOK 1174 398 .339 368 .313 208
ISLAND BEACH 945 438 .463 262 .277 151
TOTAL 4369 1745 779

LS S e s v 4 o e e T e — —————— e = - A = - S - - - -t — — ——



EXHIBIT 5-9

Ranked Average Age of Vehicles

Lavalette

Pt. Pleaéant
Manas§uan
Bradley Beach
Istand Beach
Belmar

Asbury Park

Seaside Heights

Long Branch

Sandy Hook

to Beach Siteé
(N = 4,369)

s - G s - " B —— o - - a ——— -

1975.7
1975.5
- 1975.5
1975.4
1975.4
- 1975.1
1975.1
1974.6
. 1974.4

1973.7



tions in vehicle ages and, possibly the incomes of visitors,

among sites.

Occupancy Rates and Time of Arrival

The numbef of persons in each vehicle was recorded at
four sites -- Asbury Park, Manasquan, Island BeachfétafeA
Park and Sandy»Hdok - at the same time and logati@ﬁ'aé the
license plaﬁe survey. In Asbury Park and.Manaséuan—licehSes '
vwere recorded and the number of persons counted as.fhé
vehicle parked before the visitors went,to'the beach. At
Sandy Hook and Island Beach counts were taken on wéékendsiasf
well as on &ééﬁdays. The time of arrival was also recofdeé
at these two sites. The results are shown in Exhibit 5-10.
Island Beach State Park and Sandy Hook have the highest
‘occupancy rates, about 3.3 peréons in each vehicle, compared
to Manasquan and Asbufy.Park where the vehicles éarfied
about 2.5 persons. These differences are»statisticélly‘
significant at the .05 level.

One explanatiqn'can be offered for the differences
between the beaches -- fee policy. Sandy Hook is a free
beach and Island Beach charges a flaﬁjfee per vehicle, where
other beaches charge per person in addition to parking fees.
For a large family o? set of friendé it becoﬁes economical

to visit Island Beach or Sandy Hook.
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The day of‘the week seems to make a difference in
occupancy rates at Sandy Hook On the surveyed weekday, the
occupancy rate was considerably lower, about 2.8 persons per
vehicle. It was observed that many families arrived with
only one parent, the other parent presumably was working.
However, there were no significant differences in occupancy

rates between weekday and weekend at Island Beach.

Our arrival time ana1y51s (EXhlblt 5- 11) 1nd1cates that
there is no clear pattern between dlstance and medlan arri-
val time.- All counties using Island Beach on the sanpled
weekend day had median arrival times betweén 9:00 and 9:38
AM The earliest were Bergen and Middlesex. Monmouth and
Ocean Counties; closest to Island Beach, had arrival times
in the middle of the distribution. A similar pattern is

apparent at Sandy Hook. Morris and Essex have the earliest

median- arrival times while Monmouth County, the closest

" county, is in the middle of the distribution. Interestingly,

Ocean County has the earliest arrival time on weekdays at
Island'Beach indicating some relationshin between arrival
time and distance at non-peak times. » |

It has already been suggested that there is a relatlon—
ship between distance and participation. It seems that:those
who do decide to gofto beach sites that close when full will

leave early enough to get in. Visitors from distant counties

simply get up earlier to make certain that they_can get into



EXHIBIT 5-11. ST 5-29

' Median Arrival Time of Visitors
to Sandy Hook and Island Beach by County

Sandy Hook Island Beach
IR A - Weekend Weekend™ .. Weekday
County ' o _AM . PM L. aM - PM ¢ AM
Atlantic = 293130 12:303 9:30. 2:35 9:45
Bergen ' 9:51 3:15 9:00. 2:54 10:18
Burlington - - 3 9:20 2:40 - . -
Essex - 9:46 '1:003_ 9:16 3:11 ~10:l3
Hudson 10:07 12:40 9:05 3:183 - -
Hunterdon T - - 9:38 3:15 -
Mercer - - 9:16 3:11 10:31
Middlesex 10:17 2:15 9:04 3:11 10:00
Monmouth 10:17 2:09 9:16 3:00 10:02
Morris 9:45 - 9:12 3:06 -
Ocean - - 3 9:21 3:03 9:08
Passaic 10:08 1:303 9:25 2:40 9:37
‘Somerset 10:45 12:303 9:18 3:17 ~ 10:08
Union 10:21 2:00 ’ 9:08 3:18° 10:18
Warren ' - - - - 9:45

l. Ten or more visitors
2. Park closed from 11 AM to 2 PM
3. Less than five -sampled visitors
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Sandy Hook or Island Beach. If fhey'do not get up early

enough they do not go.

Conclusion

There is a distinct connection between beach visitation

"and distance. There is, at best, a slight or moderate rela-

tionship between visitation and demographic variables, par-

ticularly income. There is also some evidence that there is

little relationship between the wealth of a community and

 proximity to the these ten northern New Jersey beach sites:

the higher income households do not génerally live closer to
the beach.
:Hw}he draﬁatic relationship between distance and partici-
pation in beach activities does mean, however, thét discri-
mination does exist. Those who live further away, podr or

rich, do not use the beach as much as those who live closer.

Clearly, there is the need to examine what transportation

" alternatives would reduce the friction of travel for those

who are more distant.



CHAPTER SIX

Beach Communities in Monmouth and Ocean Counties

An Overall Framework

The New Jersey shéreline has a great Yarieﬁy of:beaches
that can satisfy people with diverse needs and preférences.‘
The beaches range from the unexplbited-island Beach State
Park to the highly commercialized beach énd'éﬁusement'ceﬁter
of Seaside Heights. It is important to be aware 6f this di-
versity and also to understand why these differencesaéxist.'
Without such knowledge, attempts to improve access”£; re-
creational facilities may target'inappropriate communifies.

Our intention in this chapter ié to introduce a typoF a
logy for beach qommunities within the study area. By dis-

cussing types of communities rather than individual towns, it

is possible to distinguish patterns of developﬁent, to better
understand and conceive the effect of.planniné on the communi-
ties, and to simplify analysié of planning proposals.

The basis for a typology has to_be'chosen with cére.
Communities can be grouped together iﬁ a number of waYSf—
for‘example, sizé, income or political dpminahce, Qur typo-'

logy is based on the spatial structure of the community be-

cause we believe that this represents the synthesis of a num-

ber of important factors. Among these féctors are historyi
and tradition, pobulation chafacteriétics, local poli;ies
and accessibility. B

In this.chapter,.the analysislhaé been divided>in two
sections. First, we explain how various factorg influénce

each other and, ultimately, the physical development pattern



3

6-2

within the communities. Seccnd, we identify the types of

beach cqmmunities found.

The Factors at Work

In order to explain differences in the spatial struc-

_ture of municipalities in the shore area, we propose a theore-

tical model that can help us understand the dynamics. Such a
conceptual framework is suggested in Exhibit 6-1. 'Local poli-

cies are formed by the residing population. However, -the

community is affected by events occurring at county, State and

Federal levels. We have labeled these outside-infi#encés
"historical/envifonmental factors." Amongtfhese, changes in
accessibility are important. Local policies will guide devel-
opment in conjunction with the private sector. .The‘real estate
market is sensitive to changes in accessibility as well as pop;

ulation characteristics of the communities, such as income and

‘racial composition.

- .

»deal Policies
Interviews with public officials in shore communities
reveal that local policies have a strong influence on the
physical development of the beaches. Thése‘policies toward
beach access and dévelopment pressures can broadly:bé classi-
fied into the following:
1. The beach is open to all.
2. The use of'the beach by outsiders is restricted.
For exampie, part of the beéch may be set aside for
residents only. |
3. The use of the beéch is for the exclUsivé ﬁse bf'the.

residents.



EXHIBIT 6-1

A Conceptual Framework, _
Determinants of Community Spatial Structure

Historical/Environmen
) Events

_—

Accessibility

g

Popuiatiqn_f;

-

1

~ Real Estate

- (Private Sector)

Market

B

Characteristics

[ e

Policies

“~\\\\\\\\\ﬂ;

{Public Sector)

——

Community -
Spatial -
Structure
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The amount of publicly owned beaéh Qaries between :the
municipalities. Our analysis will focus only on publicly'owned'
beaéh develoémentsand privately owned.beaches which are opéh
to the public; In Exhibit.6-2, 1971 usage ‘and ownérship is
shown on a map. Exhibit 6-3 indicétes ta Whatfextent‘tﬁe
communities are restricting the use of the beééhes in terms
of frontage. Not counting Sandy Hook, whichvis federally
owned, or Island Beach State Park, foughly fifty percent of
the shoreline is inaccessible to the.publiqVbecauseudf"user.
réstrictions. | |

Why is it that.some municipalities try to attract ﬁore .
beach visitors while otheis try to keep them a&ay? Ihcreasea -
beach attendance.is a two-edge sword for thé'community. On one
haan”it st;muLétes the local economy. On the other hand,_i;wﬁ_
crééﬁes probiems for the residents -- crowding, crime, litter-
ing, améng others. Municipal expenditures go'upbfor street
cleaning, beach maintenance and law enforcement. Ih'Seaside
Pérk, extra pdlice ddriné the summer cost the residents
$117,000 per year, or more that $100 per family per year.

In shorﬁ, these costs for an increased number of visi-
tors to the beach will be detrimental for some residents.
Meanwhile, other residents, particularly'those with local
commercial interests, will benefit. Politicél tension in

the community between the "No-no's" and the "Go-go's" is

.

- created. The latter group, represented by the local Fbéach

industry” and its employees, will typically favor development,
while the "No-no's"” want to restrict growth and changé. High

beach fees are opposed by the "Go-go's" but considered a
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-necessary means to win the support of the "No-no's".

Population Charactéristics

| Interviews withgofficials indiéatedva‘strong resistance
to development in communities with a high per capita income
and a low level of beach-related commercial activities.
Strong encouragement for development is found in com@unities
where the local economy is highly dependent of the number of
beach viéitors. This is the case in communities that have a
low per capita income, where residents can not afford the lux-

ury of keeping the beach for themselves, and with a large

' beach compared to the number of residents. Given the-figures

in Exhibit 6~4 it is understandable that the Bordugh of
Spring Lake, where the per capita income was $10,470 in 1977,
is.less interested in attracting visitors than residents in
Asbury Park where the per capita income was less than-hélf
that amount, of $4,791. In Asbury Park'the’income from the
beach industry is needed; in Spriﬁg Lake fesidents_would
rather keep the beach to themselves than generaté municipal.
revenue. |

An indicator of beach industry activities isvgiven by
figures for retail sales. Exhibit 6-5 gives retail séles‘
per capita in the yéars 1953 and 1977. Both Long Branch
and Asbury Park comparéd_favorably with the rest of the |
state in 1954. At that time, Asbury Park had retail éaleé
per capita that were more than three times as high as New
Jersey in general. 'Long Branch was 20 percent higher than
the state. Between 1954 and 1977 retail sales per capita

grew 220 percent in Moﬁmbuth County, while sales in Asbury"
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EXHIBIT 6-4 :
Economic Characteriétics,of=Beach Comnmunities
1970, 1977
Percentb'. Percentb

“Municipality

‘Per Capitaa'

Families with
Income less than.

~Families with

Income $15,000

Ocean County

5,518

" .. Income 1977 querty'Leyel or More
Allenhurst 7,444 v
Asbury Park 4,791 17.0 10.2
Avon-By-The-Sea 7,585
Belmar 6,090 9.2 ~21.5
Bradley Beach 4,699 13.2 12.9
Deal . 11,852 B
Loch Arbour 7,519 - }
Long Branch 6,132 . 19.5
'Manasquah 7,162 . 26.4
Monmouth Beach 9,034 '
Neptunex(ocean Grove) 5,337
Sea Bright 7,300
Sea Girt 11,416
Spring Lake 10,470 1.7 50.0
Lavallette 6,761
Point Pleasant Beach 6,515 6.3 26.2
Scaside Heights 5,832
Seaside Park 5,409 ,
New Jersey 6,492 . 29.5
Monmouth County 6,576 . 31.7

17.2

Source: ’aNeW'Jersey Department of Labor and'Industry,‘l980v

b

U.S. Census. of the Populatign,‘1970'



"6-11

, Ajunop yznowuow ‘Ax03099xTQq 86T {096T nOﬂumﬂsmom aya 30
SNSUS) "N {LL6T ‘SpPeAL TTe3lsy JO Snsudd *S*n {yG6T ‘SSdUTSNG JO sSnsua) *S°n  :s90In0O§

oge+ - g°¢g 0°T 26T+ L8T'YT S¥T‘9 g - 995465 6T6¥%9 | Kesasp meN
0LT Z°€ 81°T TLL+ STT'T T°8¢T 69+ $¥29'2 9€S‘T - K3unop ues0d0
0ze T°€ L6°0 8Iv+  T89'T «¢£°'¥vee T+ SLT’Y ThL'e A3uno) ysnowuoy
62Z+ ¢'6 8°¢  zse+ L°6% 0°TT L + €T CZT yoeeg juesedTd JuTod
. 6°T “ Z'8 g9 . 9yeq butads .
9V S+ T°€ 8%°0 - LESH 299 ¥ 0T ST~ IS A G9T (®A0xD ueadQ) sunideN
ogz+ 9'9  0°z zoc+ §°9¢  6°L pE+ 92T ¥6 uenbseuey
G9 + - 0'C TIZ'T 80T+ 0°99 8°T¢ A% 862 Z6e ‘youeag buoTg
€L + 9°C S°1 68 + S°TIT T°'9 8y=- 0S L6 yoeag Aarpexq
CyI+ - S*L T't  L6T+  0°L¥Y  0°9T TZ= 0TT 0y T Jeutog
38T + 0°%F p°¢ 36T+ Z°L9 v.@m 286~ 622 8ps yaxeg Kangsy
abuey)d LL6T ©S6T obueuo 7161  ©Sel obuesyd LL6T ¥66T - A3TTedIOoTUNN
Jjusoxag Ju=20xad Juasnaoeg : .
(spuesnoyy) , (SUOTTTTIR) SjusuysTIqelsy JO °ON
saTes eatde) xeg S9TeS TR31OL :
LL6T-VS6T

S3TITUNUOD Yoeag UT Spex] TTe3lay

§-9 LIGIHXT



6-12
Park only increased 15 percent and in Long Branéh only 65 per-
cent. During this same period, the consumér-price index in—
creased 124 percent.
| Thé relative declihe of retail sales can partly-bé
explained by a decrease of incéme géﬁerated by the tourism
industry. It is also a result of the restrucﬁuring of the
retail trade, where large shdpping malls were constructed at-
Ehe expense of local businesses. Thé tremendous growth of
retail sales in Neptune Téwnship is probably a result of this
centralizing trend. This type of deVelopement provgsnto be
especially detrimental to beach cbmmunities. Large éhopping

malls are hot located near the ocean for reasons of'geography.

- Instead, they are located as far away from the ocean as

poséible without allowing a competitor to locate between it-
self and the ocean. Thus, the mall can dominate a 1arger

sector of the market.

Accessibility" ' o
| A prerequisite for large retail centers is accessibility
through an adequate transportation Systém. ‘Traffic conges-
tion prevails in most beach communities during the summer :
this factor may contribute to the selection of new shopping
facilities away from this congestion. Another reason for the
relative decliné of the northern beach commﬁnities is the .
impact of the ‘Garden State Parkway. rhe Parkway incréased -
the access to an entire range 6f beaches, spurring develop-
ment in Manasquan and Point Pleaéant.Beach Which maintained

high retail sales per capita through the period from 1954 to
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1977 (Exhibit-G—S).r

Changeé‘in éccessibility do have an impoftént effect
on physical development. Accessibility shiffs gén,be 6pposed
or encouraged by'thé local communities. This is illustfated.
in the model. A‘present problem is the congestion'ofvthe
Garden State Parkway, and local voices have been raised-to
ihcrease the capacity of this highway to accomodate the |
traffic flows. | | .
Real Estate

In the mddei we also propose thatvthe type and amqunt

of new construction or renovation depends on the expectations.

-of- the real éstate market in terms of profitibility. The real

estate market tends to favor high-~income whiie communities
which may explain disinvestments in Long Branch and Asbury
Park. Exhibit 6-6 gives the present population’pf the beach
communities wifhin the study area and the percentage of.
minority groups. With the exception of Long Branch and Asbury
Park and, to some degree Belmar, the beach communities are
white. Between 1970 and 1980 the numﬁer of housing units in
New Jersey increased by 16 percent overail. The communities

that increased their housing units more than 16 percent in our

study area were Monmouth Beach, Sea Bright, Belmar, Seaside

Park and Lavallette (Bureau of Census,vl970,l980).



EXHIBIT 6-6
‘.Dehographic Characteristics, 1980
‘ ' - Total '_ Popuiation
Total Minority Population Minority (65+)
Municipality Population- . Black ______Other {percent) (percent)
‘Allenhurst 912 1 1 - 19,9
Asbury Park .17,015 -~ 8,535 o | - 628 53.8 -
Avon ' 2,337 9 15 - -
Belmar - 6,771 385 87 ’730-  19.1
Bradley Beach ' 4,772 88 . 210 6.2 18,2
Deal o 1,952 7 , 122 6.6 -
‘Loch Arbour 369 5 - - -
Long Branch 28,819_ 6,014 1,601 25.5 11.1
Monmouth Beach 3,318 17 T 26‘ ‘1.3 -
Manasquan - ® 5,354 6 51 1.0 18.5
" Neptune 28,366 - " ' - - 19.5
Sea Bright 1,812 44 23 3.7 -
Sea Girt 2,650 1 3 - -
Spring Lake 4,215 10 38 1.1 -
foint Pleasant c | :

Beach 5,415 56 20 1.4 19.9
Lavallette 2,072 - 11 - -
‘Seaside Heights 1,802 2 18. 1.1 -
Seaside Park 1,795 2 5 - - _5
Ocean County 346,083 9,439 4,622 4.1 18.6
Monmouth County 503,173 42,985 : 10,929' 10.7 -
New Jersey 7,364,158- 924,786 312,000  16.8 :, 1.2

Source: U.S. Census of the Population 1980. Table 1, Persons by Race
and Spanish Origin and Housing Unit Counts. A



Historical Events in the Laréer Environment

The model also suggests the.importance.bf externél
events. These are defined as sudden chahges in the socioec-
onomic, political or physical environment beyond the control
of the local community. The importance of. changes in accessi-
bility in shaping physical structure has already been dis-
cussed. Consider, for example, the construction ofwthe:Gar—A
den State Parkway. Changes in state ahd_federal'légfslatioh
have also affected the built environmenﬁ° For example}
when Prohibition ended, Seaside Heights acquired aboﬁt thirty
liquor licenses thle the less thirsty residents of Seaéide
Park decided that three or four .licénses would be enough
for ‘their c&%ﬁﬁﬁityr Today, it would be impossible for Seéj -
side Park to develop as many bars and saloons as Seaside
’Heights/even if the residents found that desirable because
present state legislation sets a limit on the number of
liquor licenses, based 6n population.

Another éxample’are storms and hurricanes which have a
very direct and negative effect on the built environment.
The rebuilding after a storm is dependent on federal, state
and local policies prevailing at the time of the’damage. A
change in federal policies regarding flood insurancé, which‘
has subsidized development on the barrief islands,.woﬁld

affect the real estate market in the study area.
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and developers. . -

According to geologists with the Department of Environ-
mental Protection in New Jersey, tﬁe barriér islands are not
suitable for permanentfégnstructioﬁ. Although not'a-barrier‘
islahd, Sandy Hook was breached in Fail, 1981, and ciaimed‘

two of the four traffic lanes of the access road (Exhibit 6-7).

ﬁHoﬁever, state attempts to limit the development of the

barrier islands. have been opposed by a variety ofvinte:est
gfoups, including, local‘residehts; politicians, merchants
: plocibed

{

|

Ciéssifying‘tﬁé‘EeaCh Communities . - S N

Lo

- We have discussed how various factors have influenced -
the nature of physical development in the beach communities.

_Accessibility and local policies have been among the factors'i

e

Qﬁiéh shapéd fﬁé built environment. In order to propose
changes in land use or transportation it is necessafy to be
familiar with the present physical develdémeﬁ£;6f £hé‘beach
éommunitiés and the existing local policies regardihg land

use.

Local policies

Iﬁtérviews were conducted with officialé‘in several
beach communities: Long Branch, Asbury Park, Belmar, Spring
Lake, Manasquan, Point Pleasant Beach, Laval1¢tte, Seaside
Park and Seaside Heights. An effort was madebto interview
both  public officials and individuals représenting the. com-

mercial activities -- for example, the chamber of commerce. -



‘Sandy

o

EXHIBIT 6-7

Hook, Fall 1981. ~Re§éir of Acdess Road
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Through tﬁe.interviews it was ﬁossible to Qevelop an
understanding of the community's vie; of the~beach as an ecen—
omic resource and attitudes toward development. There were
clear differences in the attitude expressed. In Seaside

Helghts the tourlsm 1ndustry was con51dered extremely 1m—

o - L. SO =

e W [

'bpdrteht. Fully 6,000 people ‘are employed durlng the summer

in Seaside Heights. In Point Pleasant one off1c1al ‘was

guoted as saying there was an overall.feellng of enjo - -

ment of having visitors in town." In Asbury Park the 1nter-

views 1nd1cated strong support for 1ncrea51ng the numbek,owa

vacationers. 1In contrast, Manasquep_residehts abhor the weekj o
end crowds and are relUctant to increase the number of over- -
ﬁight visitors. The community in Lavallette feels that the

number of visitors is sufficient, while Spring Lake residentsv
express the attitude‘that the}town'ismgettipg‘p;owded;age%more'

visitors would not be desirable.

Physical Environment

All the beach éommunities were visited and the spatial
pattefn observed and photographed. 1In studying the develop-‘
ment of the beach areas, it was noted that the different levels
of commercial activities»along the beach front among communities
fell into distinct patterns. Based on this flndlng, the beach -
mun1c1pa11t1es were clarlfled in four categorles, as shown in
Exhibits 6- 8 to 6-11. While there is no ¢Qmmerc1al- develop-

ment in Type I communities, Type IV areas are characterized
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EXHIBIT 6-8

Type 1 Beach Areas

‘Design Elements

Beach
Sand dunes o
Trees and shrubs, possiblyhistorical buildings

Local Policies

Two contradlctory pOllClEo are present. One: is to preserve
the natural habitat and protect the environment.from humans.

The other is to provide recreational opportunities. To
satlsfy these dual requirements the number of v151tors
is restricted. :

‘Aréas”

Island Beach State Park
Sandy Hook National Recreation Area

i P g

{H BEACH &  SAND DUNES PARKING  NATURAL PARK

i : . W
i3



EXHIBIT 6-9

Type II Beach Areas.

Design Elements

'Beach and boardwalk
Parking and road
Residential development

Spatial ‘Pattern

The residential development runs parallel to the beach.
The access road may be either parallel or perpendlcular

to the beach.

Local Policies

The beach is seen as a means of residential recreation.
by non-residents is often limited by limited parking space,
no daily beach badges, or exclusion from beach areas.

Areas
- Deal

Monmouth BeaCh \ Allenhurst

Ocean Grove
Lavallette
Seaside Park ?

SgaﬂBright N Sea Girt

g

Loch Arbour
Spring Lake

Use

BEACH BOARD WALK

o

wu

il NHN

Nﬂm Wl da m“ '“h“%iﬂﬂillul@iﬂf‘m

PARKING

ROAD

RESIDERTIAL




EXHIBIT 6-10

Type III Beach Areas

Design Elements

" ‘Beach and boardwalk
Parking and road
Residential and commercial Development

Spatial Pattern

Similar to Type II, except that commercial.dévelopment occurs
along the oceanfront. However, the level of development
is moderate, and includes hotels, motels, and restaurants.

Local Policies

- These communities do not have a strong policy toward beach use.
The beaches are generally public with no restrictions.

Areas

iradley Beach
FM\ﬁmﬂﬂlmﬂlHllﬂlﬂummuﬂlmmnuum‘%mmnmumMwmmwmmg
OCEAN | Vlm’llw i' ‘BEAFH L BOARD WALK PARHIEG : ROAD_ g?;ﬁrERa RESIBENUM.
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EXHIBIT 6-11

Type IV Beach Aréas 

Design Elements

Beach, boardwalk énd\amusements
Parking and road
'Residential and extensive commercial development

Spatial Pattern

The boardwalk found in Type II and III communities has
developed a commercial center with shops and amusements
in Type IV. Also, there are large parking areas and
commercial activities borderlng the boardwalk

Local Policies

Type IV communities favor development of the beach areas as
an economic resource. Day visitors are encouraged and
efforts are made to attract visitors, include advertising .
"and promotions. '

Areas

Long Branch Seaside Heights
Asbury Park Point Pleasant Beach

=

" Manasquan - =

L+ « -
ummﬁrf i yhlffg;gs??%:?,uipn|§%gz>§é%<f:i§§2f

BOARD WALKS  PARKING  ROAD _ COMMER- - RESIDEN=
AMUSEMENTS S CIAL. TIAL
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by large numbers of commercial establishments along the beach.

Some of the communities in the study fall between these

_ two extremes. We have classified these as either Type II or

Type III communities. Thus, towns like Seaside Park andvspring

Lake, Type II. communities, are more developed than Island

Beach State Park but much less builtfup'than Seaside Heights.

Moré developed than the Type II communities are towns like
Belmar and Bradley Beach: thése have been classified as Type
ITI communifies. A perusal of Exhibits 6-8 toé G—ii”sﬁows.

the classification of the communities within the ééudy area,

and the spatiaivpattern and design elements and local

policies attributed to each type.

In some situations the classification is not‘all

e

ﬁhg£ clear. .Fér example, Long Branch (Type IV) has much
in common with the Type III communities. Avon is, in many
respects, a Type II community. .Even though its physical.
development is similar to Belmar and Bradley Beach, the stan-
dard of housing is higher in Avon and the beach feé is a -
dollar higher than for these neighboring beaches. Parts of
Seaside Park are constructed as a type IV‘community. Photo-
graphs from various communities are shown in Exhibits 6-12 to
6~16. |

In generai{ i0cal policies coincide with the physical
development of the beachbareas._ Communities which express a
positive feeling towards visitors have a more devéloped

beachfront. In contrast, communities which are reluctant to

allowing more visitors display a more residential character.



EXHIBIT 6-12

The downtown _
Keansburg, popular in the past
Fall, 1981
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EXHIBIT 6-13

s

. Downtown
Seaside Heights, popular today
\ Fall 1981



EXHIBIT 6-14

An older beach community
Ocean Grove
Fall, 1981

e




EXHIBIT 6-15

typical newer beach community
Fall, 19381




EXHIBIT 6-16

e Near Keyport - \,g
" A reminder of foregone opportunities

S Sandy Hook .
What exists today
Fall, 1981
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- An exception in this respect, apparently, is Manasquan which

has a high level of commercial'developmént, but a negétive
attitudé towards visitors. This indicates'a'shift-Of local
policies‘over time. -One explanation is that many rental units
have been donvérted to permanent homes,' These fesidénts have
no interest in éompeting with more visitors for the limited
beach spéce. |

It should be poinﬁed out that such a classification
scheme has to be rough and cannot account for the ﬁuanees
that exist among communities. The main purpose of the
chapter is however to illustfate the dynamics of the physicél
changes of the built environment in the shore area. ’Any
policy recommendations at the state level suégeSting general
solutions for .the shore area should recognize the existinq‘xﬁ“
differences between beach éommunities and subsequently foresee,
depending con the community, both different reactionsrto the
proposal and different outcomes . should the recommendétions

be implemented.

Implications for Public Policy

The beach communities depend tec various degrees on the.
income from the beach industry. This industry and subsegquent-
ly the communities will be affected by policy decisions which
affect the humbef of visitors. Examples of such decisions in-
clude governmental subsidies for beach maintenance or replenish-
ment, regulations cqncerning beach fees, and construction of

new roads or improvements in public transit.

From the viewpdint of the staté, the beaches are
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a recreation resource which shpul§~be accessible t§ as many
state residents as possible (New Jersey Beach Aécéss Study
COmmissibn}"l977);.' The local point of view will vary_ffom
one community to. another. However, if -the preéent trend of
convertiné summer houses to permanent hbmes contihues, it
seens likely‘that there will be less room for day visiﬁors.
At the same time, the demand for beééh activities lS prOJected
to increase. Overall, the comblnatlon of permanent conver--'
sibn and increased tourist demands will put enormous. pressure
on a few'locétions along the coast and may push day.vistors_°'
further south. Ironically, the growth of casino gambling'iﬁ
Atlantic City has put great development pressures on south-
ern New Jersey coastal communities. -
- Another ‘problem is thét the quality of conveniently ™ *
~located beach resorts has dgteriorated. vOne of the inter-
viéwees explained how his family moved their beach trips
from Keansburg to Long Branch to Asbury Park to Belmar to
Seaside Heights as the quality of the beaches decreased and
and'travel-times became shorter to the more remote beaches.
The‘economy of these deteriorated beach communities does
not allow for the investments that would be necessary in order
. to increase their attractiveness.

Many communities expressed interest in spreading the
.number of visits both over the year and throughout the week
during the summer séason. There is excess capacity in the
‘"developed beach comﬁunities in lodging, restaurants, and
commercial facilities during a large part of the year° For

example, out of 600 business licenses in Seaside Heights
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only 150 are bperating the year around.' Policy recommendations
should therefore address not only peak day problems,'but also

the specific problems of the off-season.



CHAPTER SEVEN

Transportation Alternatives Analysis

Introduction

Before any recommendations can be made to improve
recreational access to the shore communities of Monmouth_and'
Ocean counties, an inventory of existing trdansportation

services must be made to determine if these could be incor-

yporated.into any recommendations made by this study group.

This chapter will focus on current passenger rail, bus and
taxi service that is provided to the communitieé in the
study+area. This“information will be used to develop an
alternatives analysis as a basis to presenting a series of

policy and program recommendations.

Curreht Transportation SerVices
Rail Service |

New Jersey Transit Corpcration (NJ Transit) and Conrail
pro§ide passenger rail service frombNew York City to the
two-county study area. ' This service, known as the North
JerseyVCoast Line (NJCL), is provided on afyear~round daily
basis. As of January, 1983 NJ Transit will assume operation

of the rail line from Conrail. The termini of the NJCL are

Pennsylvania Station in New York, and Bavaead in Ocean



County. There are fourteen stops in Monmouth County, and
two in Ocean County. The North Jersey Coast Line rail stops

along the shore are: Long Branch, ElberoQ,'Allenhurst,

 Asbury Park, BradleyrBéach, Belmar, Spring‘Lake, Manasguan,

Point Pleasant Beach and Bay Head. Major stops outside of

the two-county study area include Pennsylvania Station in

- Newark, Elizabeth, Linden, Rahway, Woodbridge, Perth Amboy,

South Amboy, and Red Bank. The station stops and currént_.
fares are shown schematically in Exhibit.7-1.

At Newark's Pennsylvania Station cohnectidns are -made
to Jersey City, Hoboken, mid-Manhattan and the Wofld Tréde
Center via the Port Authorify Trans-Hudson (PATH) rapid
tf;ﬁ;if tréi;s.A Transfers can also be made to NJ Transit
and Amtrak trains that operate along the Northeast Corriddr.
Stops on the Northeast Corridor line south of Rahway where
itlmeets the NJCL include Metuchen, Metro Park, Edison, New
Brunswick, Princeton Jﬁnction and Trenton. |

The NJCL is primarily a commuter line for those who
live in Monouth and Ocean counties and work in Newafk and
New York City. Based on the schedule dated April 25, 1982,
weekday service includes fifteen daily trains between Bay
Head and New York. In addition two trains are scheduled |
from New York to Bay Head late in the evening. On Saturdays
énd Washington's Birthday, eleven t:ains make thejtrip |

between Bay Head and New York with two additional trains



.EXHIBIT 7-1

NORTH JERSEY COAST LINE

- NEW
. YORK
. {Penn Statlon) :
@ INEWARK (Penn Statlon)
[T Elizabeth |
g ,
Linden N
Rahway | W@E'
[ Avenel -

Woodbridge
Perth Amboy

Fares {Etfective July 1,-1931)

PLEASE PURCHASE TICKETS BEFORE BOARDING TRAINS
If ticket offices are open an additional charge of $.50 to
$1.00 is made when fare is paid on the train, If your local

station ticket office is not ope|

n, no additional charge will

be made. .
Between .
New York One- Round 10
and Way Trp Weskly Monthly. Trip
Avenel........... $3.05 $4.25 $26.75 58500 $25.00
Woodbridge . . 315 445 23.00 89.00 30.00
Perth Amboy 3.55 505 30.75 9800 3375
* South Amboy . 385 535 3225 10300 3675
Matawan 4.35 6.13- 3525 11500 4150
Hazlet....... .. 485 645 3350 11800 4425
Middietawn ...... 5.05 715 37.25 12200 4800
Red Bank .... 5.55 7715  3R¥00 12300 5275
Little Sitver ... 575 805 3300 12300 5475
LongBranch ..... 615 865 2350 12600 5850 -
Elberon.......... 6.45 905 3350 12600 6150
Allenhurst........ 665 935 3350 12600 6325
AsburyPark ...... 685 955 3325 12900 6525
Bradley Beach .... 6.95 975 3225 12900 6625
Belmar .......... 7.15 995 2050 13200 6300
_ Springtake ...... 735 1035 050 13200 7000
. Manasquan ...... 785 1065 2125 13400 7275
PointPleasant.... 7.85 1095 4225 13800 72475
BayHead ........ 795 1115 2300 13800 7575
Between +Day
Newark. One- Round 10
and Way Trip Weekly Monthly Trip:
Avenel ........ $1.80 8250 81550  $5000 $17.0¢
Voodoridge. ... 1.90 270 15.75° 54.00 18.00
Parth Amboy ... 2.30 330 19.50 6300 2175 °
South Ambay. .. 260 360 21.¢0 €8.00 24.75
Matawan ..... 3.10 4.40 24.00 8000 2950
Haztat,........, 3.40 470 25.25 83.00 32.25
Middietown .. .. 3.80 5.40 28.00 £87.00 36.00
RedBank...... 4.30 5.00 26.75. £8.00 40.75 -
Little Silver .. .. 4.50 6.30 26.75 88.00 42.75
LtongBranch ... 4.90 6.90 27.25 9100 2650
Elberon ....... 5.20 730 2725 9100 4950
Allenhurst ... .. 540 7.60 27.25 91.00 51.25
Asbury Park.... 5.60 7.80° - 239.00 84.00 §3.25
Bradley Beach.. 5.70 800 28.00 9400 - 54.25
Belmar........ 590 820 2925 97.00 56.00
Springlake . ... 6.10 8.60 29.25 9700 58.00-
Manasquan .... 6.40 8.80 3.00 93.00 60.75
Point Pleasant..  8.60 820 3175 07.00 6275
BayHead...... 6.70 - 9.40 33.25 110.00 62.75




during the summer. On Sundays and major holidays, eight
trains are scheduled, with an additional two during the

" summer months.

The NJCL has been criticized for providing poor

service. This criticism has some basis to it since the

trains' cars are.old and dirty. Many of the rail cars date
back fo the 1920's. This is to change in -the near future.
The NJCL is undergoing a modernization process that is being
carried out by NJ Transit. A part of this was completed in
April 1982 when the electrification of the line from South

Amboy to Matawan was completed. From Matawan to Bay Head

diesel locomotives are used. Present plans incluce the -~ == =

electrification of the line'doWn to Long Branch, and a time
schedule for completion is currently under study. . The elec-
trification will reduce the number of time-consuming
sﬁitches bétween diesel and electric locomotives.

‘In conjunction with this electrification project,
seventeen push-pull modern rail cars have been ordered f:om
Bombardier Inc. of Canada, which will operate on the NJCL.
These cars will be-delivered by 1983. New locomotives were

also recehtly purchased from General Motors.

Scheduled Bus Service

In addition to the regularly scheduled train service
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provided by NJ Transit, the shore communities of Monmouth

and Ocean counties are served by a variety of regularly

. scheduled bus routes. There are a number of bus companies

that provide bus'service to the shore. This bus service can

" be broken down into two major categories: year—round and

.summer—only.éervice. Summer service refers to the period
between Memdrial~Day and Labor Day. These.two categories can
be fﬁrther divided into two sub—categories:. regional and
locai service. Regional service operates both inside and
outside the two-county area; Local bus operations stay
within the two-county area. |

Reglonal Year-Round Service -- Service from out51de

Monmouth and Ocean Counties is provided by Asbury Park-N.Y.
Transit Company, North and South Jersey Bus Company
(Domenico'Bus Company),‘Lincoln Transit Company, New York-
Keansburg-Long Branch Bus Company and Transport of New |
Jersey (TNJ). {Exhibit 7-2) Points of origin of this
regional year-round serviqe include Philadelphie, Camden,
New York City, Newark, Jersey City; Elizabeth, Linden and
Perth Amboy. Asbury Park is the most frequent destination.
Toms River and Manahawkin are destinations where connections
can be made to the Seaside Heights/Seaside Park aree and
Long Beach Island. This connecting service, which is‘pro—
vided by TNJ, is only available durihg the summer monthe,

however.



EXHIBIT 7-5

Regional Year-Round Bus’Serviée

Atlantic Highlands

.7-6
Destination Origin and Stops Carrier . - .. ..Freguency
Asbury Park Jersey City North&South Daily
South 2mboy ‘Jersey Bus :
Keyport Co. {(Domenico
Middletown " Bus Co.)
Eatontown
Red Bank -
Deal
Asbury Park Newark TNJ Daily
’ (Route 130)
Pt. Pleasant Philadelphia INJ " Daily
‘Manasquan Camden (Route 117) '
Sea Girt Moorestown C
Belmar Mt. Holley
Avon.
Bradley Beach
Asbury Park
Asbury Park New York City- Asbury Park- Daily
Spring Lake Red Bank N.Y. Transit
Sea Girt Eatontown Co. :
Manasguan Long Branch
Pt. Pleasant ®
Toms Riverp New York City TNJ/Lincoln .Daily
Manahawkin Jersey City Transit
Atlantic City Newark (Route 119)
Elizabeth '
"Linden
Perth Amboy
East Brunswick
Freehold
Sandy Hook New York City New York- Daily
Sea Bright Keyport Keansburg-Long :
Long Branch Union Beach Branch Bus Co.
Keansburg

a . . . .
Connections to Seaside Park and Seaside Heights

Connections to Long Beach Island, including Ship Bottom, Brant
Beach and Beach Haven.



Regional Summer-Only Service -- Five bus companies
provide summer service (Exhibit 7-3). These include Boro
Busses Company, Consolidated Shore Lines, Suburban Transit

Corpofation, Mercer Metro and TNJ. Summer regional points

-of origin include Philadelphia and Allentown, Pennsylvania,,

and Paterson, Clifton, Passaic, Newark, Plainfield and

Trenton in New Jersey. The great majority of the regional

béummer routes have Asbury Park or Seaside Heights és their

destinations. Other summer-only route destinations include
Beach Haven, Seaside Park and Point Pleasant Beach.

" Local Year-Round Service -- Three systems provide

local service on a year-round basis -- Boro Busses Company,. ..

Mdﬁﬁadfh BuswLines and the Ocean County Rural Transportation
Program (Exhibit 7-4). Asbury Park, again, is thé most
ffequent destination. Boro Bussesvand Monmouth Bus Lines
provide the service to Asbury Park. »Points of origin
include Red Bank, Long Branch, Point Pleasant Beach,'Free-
hold and Manasguan. Béro Busses also prbvide service
between Red Bank and.Long Branch, Red Bank and Sea Bright,
and Red Bank and Highlands. The Ocean Country Rural Trans-
portation Program provides year-round service between Mana- -
hawkin and.the communities along Lbng Beach Island. This
service is operated by Ocean County and is subsidized by the
ﬂ,s. Department of Transportation's Urban Mass Transit

Administration (Section 18 grants), New Jérsey Transit, and



EXHIBIT 7-3

7-8

Destination

Regional Summer-Only Bus Service

Origin and Stops Carrier -

" Fregquency

Asbury Park

Asbury Park

Lavallette

Pt. Pleasant
Beach

Asbury Park

Seaside Heights

SeaSide Heights

Seaside Park

Sandy Hook

Paterson

Allentown, PA Boro Busses
Bethlehem, PA Co.

Easton, PA '
Phillipsburg

Clinton

Annandale

Lebanon '
White House
Somerville

" Bound Brook

New Brunswick
South River
0l1d Bridge
Matawan
Keyport

Red Bank

Ft. Monmouth

‘Long Branch

Consolidated
Shore Lines
(Route 200)

Clifton
Passaic
Bloomfield .
FEast Orange
Newark
Union
Linden
Rahway
Sayreville
Keyport
Red Bank
Eatontown

Plainfield

S. Plainfield
New Brunswick
East Brunswick

Suburban
Transit Co.

Trenton
White Horse Circle
Allentown, NJ

Mercer Metro

Philadelphia TNJ
Camden (Route 109)

Plainfield

S. Plainfield
New Brunswick
East Brunswick

Suburban
Transit Co.

Daily (May 23-
Labor Day) '

Daily

Weekends &
Holidays

(July 4 -
Labor Day)

Weekends &
Holidays
(Memorial Day -
Labor Day)

Daily

Weekends &
Holidays
(July 1 -
Labor Day)



‘EXHIBIT 7-3 (Continued)
- o 7-9 &

Destination ‘ Origin and Stops . Carrier ' Frequency

Seaside Heights Paterson ' ' Consolidated Daily
Clifton ' “ Shore Lines
Passaic : {Route 300)
Allwood- .

Brookdale
Bloomfield
East Orange
Newark
Irvington
Union

Roselle Park
Linden :
Rahway

Brielle

Pt. Pleasant Beach
Normandy Beach
Lavallette

Beach Haven Philadelphia TNJ o Daily (June 27,
Camden (Route 125) 1981 - Sept. 7,
Marlton ) 1981)
Medford




EXHIBIT 7-4

Local Year-Round Bus Service

Spring Lake

Brigantine
Refuge

Neptune
Bradley Beach
Avon

Belmar

Barnegate Lighthouse

Harvey Cedars
Ship Bottom
Manahawkin
Brant Beach
Beach Haven

Lines .

Ocean County
Rural Trans-
portation
Program

7-10.%
Destination " Orxrigin and Stops Carrier Freqguency
Sea Bright Red Bank Boro Busses Mon.-Sat.
Long Branch Red Bank Boro Busses Mon.-Sat.
Asbury Park Red Bank Boro Busses Daily
Highlands Red Bank Boro Busses Mon.-Sat.
Asbury Park Long Branch Monmouth Bus Daily
’ Lines _
- Asbury Park Long Branch Monmouth Bus Daily
v : Lines '
Asbury Park Freehold Monmouth Bus Daily
_ : Lines
ASbury Park Manasquan Monmouth Bus Daily
Lines
Asbury Park Pt. Pleasant Beach Monmouth Bus Daily
Brielle Lines ‘
Manasguan
Sea Girt
Spring Lake Hts.
Belmar
Avon
Bradley Beach
Neptune
Ocean Grove
Asbury Park Monmouth Bus Daily

(off~
Mon.-Fri. season)
Tues.~-Sat. (sunmer.




the County. This service is part of the rural bus transpor-
tation program that operates within Ocean County. The pur—'
pose of the program is to prov1de bus service to rural
communities in the>county which previously had no mass
transit service and to link these communities to the urba-

nized areas of Toms River and Lakewood.

Local Summer-Only Service -- OnlvaNJ provideS‘aaditio—
nal summer scheduled operations (Exhibit 7-5). TNJ operate§
two routes which provide connections from the New York City-
Atlantic City line (Route 119) to the shore.} Connections
from this TNJ/Lincoln Transit—operated route are made at
Manahawkin “and Toms River. From Toms River, daily conneéiiu;‘
tions can be made to Island Heights, Seaside Heights and

Seaside Park. From Manahawkin, daily connections can be

made to Beach Haven,'Ship Bottom and Brant Beach. In

Exhibit 7-6 the various bus operation options are outlined

in matrix form. | |

| TNJ élso operates a shuttle bus between TomsbRiver and
Island Beach State Park. Known as the Island Beach |
Shuttle, this special service has operated on weekends and
holidays.from the first»&eekend in the summer through Labor
Day since 1977. ' This shuttle is operated from the park—and—‘
ride lot located Just off Exit 81 of the Garden State

Parkway. There are signs on the Parkway that gu1de



EXHIBIT 7-5
Local Summer-Only Bus Service

Destination Origin and Stops Carrier Freguency
Seaside Heights  Toms River ‘ TNJ Daily
Seaside Park Island Heights '
Beach Haven Manahawkin v © TNJ Daily
Ship Bottom ' : ‘
Brant Beach
"Island‘Beach Toms River ™J . Weekends &

State Park (Exit 81 GSP) . (Island Beach Holidays
Seaside Heights ' o Shuttle) (June 21-Labor

Day)
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motorists to the lot. The shuttle's destinations are Sea~
side Heights and Island Beach State Park. The fare is 50
cents per person, which includes guaranteéd admission to

Island Beach State Park. The shuttle operatés between 9AM

and 6PM every half-hour, or more fréquently when needed.

Similarly, the National Park Servicé'operates a shuttle bus

from Sandy Hook which connects to the local bus line in

. Highlands.

Taxicab Service
There is a myriad of taxicab companies that operate in

Monmouth énd Ocean counties (Exhibit 7-7). 'They are prima-

rily“concentfateéd in the coastal areas. These areas happen = *

to have the highest population concehtrations in the coun-
ties. For the most part, these companies tend to be "mom
and pop" operations, consisting of only one or two taxis,
which.operate on a part time basis. 'Some>CEvtﬁellargér
companies offer 24-hour service. However, there is only one
company iﬁ Ocean County that operates on a 24—hour basis.
Ridership figures are hard to obtain; None are

available for Ocean County, and the figures obtained for

Monmouth County are from a Survey conducted in 1977 by the-

. Monmouth County Planning Board staff. This survey enume-

rated the taxicab operations in the county, along with the

number and types of vehicles, and the estimated number of



EXHIBIT 7-7

- Taxicab Companies, Monmouth and Ocean Counties

7-15

Company Operations Base

Monmouth

A & A Beach Radio Cab

" Aberdeen Taxi

Airport Taxi
Airport Wheels
Area Cab -

Asbury Park Radio Cab Corp.

Yellow Cab
B & A Taxi Service
Bayshore Taxicab
Blair's Taxi

Blue Jay Taxi of 0ld Bridge

Buddy's Taxi

Chapman's Taxicab Service
.Checker Cab Co.

Coast City Cab

Cole's Taxi Service
Co-op Cabs

De Luxe Taxi Service
Eatontown Yellow Cab
Eugene's Taxli Service
George's .Red Star Cab
Harry's and Mae's Taxi
Hazlet Radio Cab

-Hill's Taxi Service

Holmdel Taxi

Independent Taxli Owners' Assoc.

Jim's Taxi
Keyport Taxi

.Lake Taxi Corp.

Long Branch Yellow Cab

Maguire Taxi Service

Marie's Taxi

Middletown Taxi Company

New Parkertown Taxi

New Schrewsbury Taxi of
Tinton Falls

"The Owl Taxi Service

P.T. Cab Company
Packard Cab
Paramount Cab Inc.
Patsy's Taxi Service
Red Bank Boro Taxi
Red Bank Taxi
Seaview Cab Co.
Tom's Taxi

" Towne  Taxi

United Taxi Service of
Red Bank

Yellow Cab Taxi Service

Union Beach
Keyport

‘Tinton" Falls

Red Bank’
Union Beach

,Asbury Park

East Keansburg
Keansburg
Manasquan

Morganville-
- Keansburg
*Atlantic Highlands

Long Branch
Avon
Keyport

Hazlet Township -

Red Bank

Eatontown
Keansburg
Matawan
Keansburg

Hazlet Township

Englishtown
Keyport

Asbury Park
Morganville

- Reyport

Asbury Park
ILong Branch

. Leonardo
Aberdeen Township
East Keansburg
Highlands

Tinton Falls
Asbury Park
Red Bank
Long Branch
Long Branch
Matawan

- Red Bank

Red Bank
Long Branch

‘Port Monmouth

Matawan

Red Bank:
Red Bank



EXHIBIT 7-7 (Continued) = 7-16

Company

Operations Base

Ocean County

A AMmerican Taxi Service

A-1 Community Taxi

Aamber Taxi Co.

Ace Taxi

Apollo Taxi

Bay Beach Cab Co.

Briggs Taxi Service

Cannon Taxl Service

Circle Taxi

Courtesy Taxi & L1m0u51ne
Service

Easy Taxi

Eveready Taxi Co.

George's Taxi

Gypsy Cab Co.

Jet Taxi Service

Lacey Transportation Co.

Lakehurst Taxi

. Leisure Hack Serv1ce

Lincoln Taxi

Monnie's Yellow Cab Service
Monnie's Yellow Cab Service
Mystic Island Taxi

Point Pleasant Cab

Reliable Taxi Co.

Toms River Taxi

Town & Country Taxi

Town Taxi

Yellow Cab Co.

' Dover Township

Dover Township

Toms River

Brick Township

Dover Township

Manahawkin

Pt. Pleasant Beach |
Barnegate

Brick Townshlp

Howell Township (Monmouth)
Lakewood

Lakewood .
Howell Township (Monmouth)

. 'Pt. Pleasant Beach

Dover Township
Lacey Township
Lakehurst
Brick Township
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Lakewood
Lakewood -




7-17

passengers carried in 1977. It is interesting‘tO'note that

one operator, operating under the names of three companies, -

,carfied an estimated 600,000 pass’enge'rs,i'n'1977° Many res-

pondents to the survey did not prbvide ridership figures.
The extent of the area served by these companies ranges
from purely loéal service within counties to points outside
of the two counties, such as the New York a;eé-airports;
Service is offered on an exclusive-ride or shared-ride
basis, depending on the company. Even though some companies
offer limousine service, for the most part they are not
innovative and do not offer any unique services. There is

one exception, the Yellow Cab franchise located in Red Banki

m&eilow éab is a paratransit company that operates more
than a fleet of taxicabs. The company also owns a fleet of
vans which transport special education stﬁdents for a number
of'school districts, retarded adults with daily door-to-door
fixed-route service, Red Cross dialysis patients, and conva-
lescent home patients. 1In addition to this, Yellow Cab
operates a fleet of éargo vans, a limousihe service, the
local éent—a—Wreck car rental franchise and thé local Ryder
truck rental franchise. The taxicabs and Qans are radio-
equipped, and the taxi service is unique in that it is
exclusively a shared-ride operation. it is this company
which carried more than one-half million passengers in 1977.

Yellow Cab is spearheaded by Donald Somers, who has been a -
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trend-setter in the paratransit field.

Yellow Cab is not the only company which provides
paratfansit sérvicesvin the Study afea; however, it is the:
largest.paratransit opefation. . American Taxi Service,

located in the Toms River area of Ocean County, also offers

paratransit services in addition to conventional taxi ser-

vice. BAmerican Taxi transports medical patients, senior

citizens, special education students, private

‘schoolchildren, and handicapped adults in a variety of

vehicles. The majority of American's Vehicles aré vans;
Dial-a-ride service is offered by‘Stafford Towdship in Ocean
County. This- service is for township residents, and has
connectihg service With conventional transit. Seaside
Heights, Seaside Park and Lavalletfe together.  own and
operate three buses for their residents. They are used
three days a week for a dial-a-ride operation that is used

mostly by senior'citizens.

. Future Options

The previous presentation of current transportation

‘providers in the shore communities of the. two-county study

area indicates that there are a range of transportation

~options, including rail, bus and taxi operations. We can

distinguish three majér groups of transit users. One is the



commuter group utilizing regional t:ain service and expreSs
buses. Another group are people visiting-fhe beach from the
population centers aroﬁnd New York and Philadelphia. These
are people who want to go'to'fhe beach bﬁt do not have or do
not choose to use thé automobile. Theithird group are local
residents traveling between communities for various purposes
suchbas medical appointments, shopping or jobs. |

In the following section various formé of transpofta—
tion services will be discussed. First,.exiéting modes will
be examined, including express, charter and shuttle buses. .
Secoﬁd, the potential of more unconventional modesvof'public
transit, pératransit service and jitneys, will be discussed.
Fiﬁaiiy, the?péééibilities in modifying the use of the h

automobile and of combining various modes are mentioned.

Express Bus

 Express bus service is defined by Gray and Hoel (1979)

as.

.. .provided by fast comfortable buses on
long routes with widely spaced stops. It
is characterized by higher speed, more
comfortable travel, but between fewer
points, and sometimes at a higher price
than regular buses. Its reliability of
service is dependent on traffic condi-
tions along the route.

Express buses have been found to be a suitable mode for

commuter service. There are several good reasons why commu-



ters are a good market for express buses. 'For~one,_their
origin and destination is well defined and‘trips are made in.
a predictable pattern. Sacondly, the commuters or their
employers are able to pay for thé service. Other alterna-
tives, such as driving are, in many cases, more costly.

- Unfortunately, these conditions_do not exist when
express buses are used for recreational travel. -Inétead,
there are several reaéons why express buses as cufrently
utilized may be unsuitable. First, fhe markéts for daily or
weekend recreational travel by express bus are not clearly
defined. Market studiés would have to be done toAcarefully
delineate the lqcétion and level of demand.

.Hméécond,éthemdominant mode of travel for recreational.
purposes is by automobile. The market viability of express
service may Well involve a broad-based attempt to enéoufage
current auto users to utilize the operation, as well as the

transit dependent population. Express seryice‘would have to

- compete with both the automobile and economic realities. The

transit dependents often do not have a great deal of

- resources, and might not be able to afford a premium ser-

vice.

Third, tfips for recreation are often taken in large
groups on a family basis, often with plenty of luggage,
picnic baskets, and other necessities. In many cases the

automobile is more convenient to use, and‘households.that
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have access to a car are not likely to use mass transit for

recreation trips (Heatwole and West, 1980).

Fourth, similar to commuter travel, recreational tra-
vel is in many cases a one-way flow. For‘example, everybody
leaves for the shore in the morning and returns in the
afterncon. Few people are goiné in the other direction. The
buses will go almdst-empty half bf the time. Waiting aﬁ the
destination for the return trip is an expensive alternative;
Ideélly; the bus should be used or the driver should find
alternative employment during the middle of the day when the

bus is not being used. Such agreements exist between the

Suburban Transit- operation in central New Jersey and some of=

its bus drivers on the commuter'lines to Manhattan.

The bus could also be fully utilized during the off-
peak period on some other lines -- for example, in shuttle
bus service between the recreation site and a remote'pérk—
and-ride lot. There might also be a need for local bus

service which could be addressed. An example where such a

need existed for transport in the counter-flow direction was

discovered in Morris County, New Jersey. Buses to Lake
Hopatcong also bring residents of this area to Morristown

and other shopping centers (Vavra, 1979).



Charter Bus

In contrast to express buses, charter busés are espe-
cially suitable for recreational travel. Charter-bus 
service requires the existence.of a pre-formed group, such
as senior citizens or a‘church grbup, which has a common

destination. Since the size of the group is known before-

-~ hand, the number of buses which have to be chartered can be ™

oétimized to. obtain lowest ﬁossible COSt‘fgr the trip. 1In
spite of this, cost per passenger is often high when
measured againét out-of-pocket costs. |

In contrast to express bus service there are no insti-

tutional arrangements to subsidize charter operations from

public transit funds. Subsidies may be available from other

agenéies. _F;r example, the Division of Parks and Forestry

within the New Jersey Department of Environmental Profection’
was able to fund the Youth Recreation Opportunity Pfoject'in
1977 and 1978 for the purpose of providing‘camping opportu-

nities and bus transportation for youths from lower and.

moderate income families (Vavra, 1979).

Analysis of attendance at Sandy Hook in 1980 indicates

that about 1.5 percent of visitors arrived by charter buses.

‘The potential for increased charter service could be esti-

mated by comparisons with other similar situations. An
interesting example is recreational travel in the Rocky
Mountain-Denver area. A U.S. Departﬁent Transportation

funded study found that of Colorado residents going to



various ski areas the charter bus mode carried between 1.9

- and 9.1 percent of visitors, with the higher percentages

found in ski resorts a greater distancé:from-the population

centers (Chase, Rosen & Wallace, Inc., 1979).

Shuttle Bus

Shuttle bus service is a transportation mode between
two points which operates without intermediaﬁe stops and
often without fixed schedule. The distance between the
point of origin and the point of destination is'usually
small. |

“”vaor feé?ea£ional travel in the shore area, shuttle
buses can alleviate congested areas and connect certain
destinations to‘existing mass transit. The shuttle busv
sefvice to Sandy Hook and To Island Beéch State Pafk has
already been mentioned. Another example is shuttle bus

service from selected train stations along the New Jersey

Coastline as a part of the "Summer Service 80" program.

Paratransit

Paratransit is a term that has, only in recent'years,
entered the jargon of the transportation field. There is no-
universal definition.of.paratransit.' However, this mode ié

generally considered to fall between the extremes of orga-~
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nized carpools’and fixed-route bus services. Rides are
shared by passengers with different origins-and.destina—'
tibns, and routes are flexible to accomodate passengers with
specific origin and déstihation demands. LaStly,;fhere,must
be some measure-of formality.to coordinaﬁe_énd operate the
ride-sharing arrangéments (Altshuler, 1979).

There are two types of paratransit §§tions that‘may be

feasible for improving recreational access to the shore

‘communities of Monmouth and Ocean counties. Both options

could incorporate the use of vans. Below is described the
flexible demand-responsive service and hYbrid aemand-respon—
siyefservice;

-Demand;reéponsive trangportation (DRT) service is a
response to customer demands as they occur. Customers cdh—'
tact the transportation provider by telephone to requeSf the
service. DRT proQides a more direct service between the
origins and destinations of the customers than cén be pro-
vided by cbnventional transit service. Varying degrees of
direct service are provided by the various forms ovaRT,
with the conventional taxi providing the most diréct. "The
DRT alternatives mentioned here do not prévidevthe saﬁe
level of directness as the conventiénal taxi.

The flexible demand-responsive service is_also~called
shared-ride service.” With this typé.of service, trips that .

have different origins and destinations are grouped



togeﬁher. The trips a;é combined to minimize the detours
made to pick up or deliver passengers. Service can be
provided.on a many-to-many basis (many ofigins to many
destinations) or a maﬁy-to—one basis (many origins to one
destination and vice versa). Vans could be used to trans-
port passengers.

An example of'this‘flexible demand—reéponsive service
is a small-scale service that was established in'Batavia,
New. York in 1971. This four-vehiélevservice replaced a
three-vehicle fixed-route system. in its first year of

operation, the DRT system carried 40 percent more passengers

than“the previois fixed-route system, even though the fare ~~

was higher on the new DRT system (Rbos, 1979). The DRT
system covered 75 percent of its costs from the farebox in
its first year of operation, with the avérage cost per trip
being 70 cents. By 1976, there was only a slight fare
increase, but the cost per trip increased to approximately

$1.50, leaving only 50 percent of the opérating costs

covered by farebox revenues.

The hybrid demand—résponsive service may a}so be called
fixed-route door-to-door service or route deviation service.
This involves a system with fixed and flexible route compo-
nents. The most likély vehicle to be used would be a van.

The van would operate along a fixed route and stop, at
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specified times, at checkpoints that are located near major

actiVity;areasj Even though the van wou1d operate along a
fixed route, it could deviate from the route between check-
points to pick up or drop off a passengér_ph reqﬁest. After
the passenger has‘been-sefviced, the vehicle would return to
the fixed route.

An example of this hybrid demand-responsive service is

~a system that was implemented in Merrill, Wisconsin in 1976

(Roos, 1979). As in Batavia, the system in Merrill has a
vehicle that stops at specified checkpoints (eleven of them)

at specified times. 1In addition, doorstep pickupvor dropoff

service between checkpoints is provided upon request. The -

fare stfucture varies, depending on whether the service is
provided on a checkpoint to checkpoint basis, checkpoint to
doorstep basis (or vice versa) or doorstep to dodrétep
basis. The door-to-door service is the most expensive. 1In
its first year of operatioh, this DRT.system carried 160
percent more passengers than the previously existing fixed-
route system did in its last Year of operation. The hew
service covered 22 percent of its operating costs from
farebox revenues, with an average cost per passenger of
$1.20.

Since these two DRT options are not on totally fixed-
routes, they are quite flexible and'cover a wider area than

fixedéroute public transit. This freedom from route



rigidity and the demand-responsive nature of these options,
‘make them attractive alternatives to the automobilé. Access
is provided to the transportation disadvantaged, and others,

by merely placing a-phone call to request the service.

Jitneys

iﬁitheys are privately owned,van—like.vehicles that
operate on a fixed route without a fixéd schedule. Limited
to carrying 13 passengers, jitneys resemble buses but are
not designed with such amenities‘as air conditioning or
plush seats. The vehicles are designed for durability, with
speed and 16w maintenance emphasized. o

" Jitney vehicles are not regulated by the New Jersey
Department‘of Transportation since they are not considered
"transit" vehicles or public utilities. The limited seating
capacity of 13 passengers is oné factor thch excludeé
jitneyé from state jtrisdiction. Also, jitneys do not ope-
rate on a fixed schedule and are individually.owned. Each
driver is normally the owner/operator.

Atlantic City is the only municipality in New Jersey
which has a jitney operation. Limited to a direct route

along Pacific Avenue from Gardiner's Basin to New Hampshire

‘Avenue and back, jitneys carry a variety of passengers,

including many elderly, to and from the growing'casino area



in Atlantic City; _A 60 cent fare_pér passenger is charged
with a 1/3 discount to. the elderly. Nearly 200 individually

owned and and operated vehicles provide year round jitney ‘

. service.

- Auto Management Alternatives

Many of the objectives which justify improvement in the
public mass transit system can be obtaiﬁed by actioné aimed
at reducing some of the negative impacfs,of autqmobile
traffic. There are thfee alterﬁatives which can be consid-

ered:

$‘ShorefArea.Traffié Information -- Thié‘option may be. .. .
the easiest to implement and would benefit bdth the shore
communities and motorists. Under this option, a toll-free
telephone number would be used to inform motorists thch‘
roadways were congested and which parking areas were at
capacify. To make this‘information more‘accessibie to the
public it ébuld also be transmitted ovef local radio sta-

tions. By using this information, motorists would be

directed away from traffic backups, avoiding unnecessary

delays and reducing congestion.

Park-n-Ride Facilities -- This option would reduce the

amount of traffic'coming into shore communities, by having
motorists park their cars on the fringe of the community and

riding to the beach area by shuttle bus or van.



Parking Ménagement Tactics -- Two parking management

tactics may be feasible for the study area: (1) residen-

tial parking permit programs, and (2) parking pricing

‘tactics. Residential parking. permits programs were first

‘initiated in the early 1970's and have become an increasing-

ly popﬁlar'method of preventing long-term parking by commu-
ters in residential neighborhoods that are close to employ-
ment, educational, or recreational centers. Parking'pricing

tactics which may reduce traffic congestion and parking

‘problems in shore communities could include: increases in

parking rates, preferential parking rates for short-~term
parkérs, or preferential parking rates for carpools and

vanpools.

An Alternatives Analysis

The various options for providing increased access to

the beaches in northern New Jersey can be analyzed usihg a

goals-achievement matrix approach popularized by Hill

{1968). The matrix approach allows a variety of policy
objectives to be anélyzed against different alternatives. In

this context, the matrik will be used to examine alternative

transportation options for increasing access. It was decided

that six different trénsportation options would be explored.

These include: (1) express bus service, (2) charter bus



opérations,'(B).raii éervice té beach éommunities 6n
existihg'lines,'(4) paratransit service, primarily taxis.and
vans, {(5) a'park/ride shuttle; and (6) a,jitnef serviée,
following the Atlantic City examp1é¢ These options follow
directly out of the earlier discussidn in this chapter.

These options were analyzed against a set of policy

objectives derived from three basic concepts in public sec-

tor economics -- efficiency, équity, aﬁd economic develop-
ment -- as well as transportation and political considera-
tions. The efficiency coﬁcept is best thought 6f'as a cost
minimization approach, particularlybéiven current public
seqtq; budgeg.pypblems. The eguity issue .centers on the
imbro?ement éf access to four special grouﬁs -~ the poor;
the elderly, the disabled, and the young. The economic
development concept refers to the growth and nurturing of
thé beach economy.

The transportation objectives center on the.improvement

of both interregional access among counties and intraregio-

nal access within the county and municipalities containing

the beaéh sites, and on the often serious qongestion
problems. The political considerations. focus on the
acceptance of local residents of the various transportation
options. Our earlier surveys of beach community leaders
indicate that there are clear differences in attitudes

toward weekend and weekday visitors. There is a decided



‘preference for more visitors on weekdays than on weekends

because of congestion pfoblems;

Two'dif.ferent scévnarios are.presentedﬁ in Exhibits 7-8
and 7-9. The first one represents an assessment of.the six
transportatibn options frém the persﬁective of &a state or
regional_oréanizatidn. The second éxhibit represents the
assumed ?iews of the local beach community ﬁowa:d the'b
various‘options. Under each 6ption the objectives have been
ranked on a three point scale, from 3 (the highest) tov1
{the lowest).

The highest value (3) indicates that the alternative

is anvexcellerit way of achieving the objective in the eyes 7 %

of the targeted clieﬁt group. For example, for a regional of
state agency, such as the department of transportation,
express buses are expected to have a strongly positive
effect on interregional access (Exhibit 7;8). The value of 2
in the matrix indicates that the option.is a good way-of
realizing the objective. Continuiﬁg our example, the

express bus is assumed to be moderately important in

~improving the access of transit dependents. A value of 1

indicates that the alternative has little or no positive
effect on objective achievement. For example,'express bus
service is assumed to have little effect on reducing beach

community congestion.



EXHIBIT 7-8 ' S 7-32
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Alternatives Analysis, Regional Perspective

EXFRESS CHARTER - PARK/RIDE

OBJECTIVE MEIGNT - BUS - BUS RAIL PARATRANSIT  SWUTTLE  JITNEY
IMPROVE INTERREGIONAL 3 3 1 2 1 2
ACCESS T0 BEACH '
IHPROVE INTRARES{ONAL ! 1 - 1 3 I 2
ACCESS TO BEACH | | o o
 IHPROVE ACCESS TO
 TRANSIT DEPENDENTS |
 POOR ! 2 3 i 3 1 3
ELBERLY 1 2 3 1 3 1 3
DISABLED 1 2 2 1 3 1 2
YOUNG ! ! 2 1 2 1 2
" OPERATE AT REASONABLE 2 i 2 1 S 3
COST PER TRIP TO USER » o
REQUIRE PUBLIC SUBSIDY - 3 z 3 ! 2 23
HINIMIZE CAPITAL COSTS
" FOR HIGHHAYS, TRANSIT
VEHICLES, PARKING
FACILITIES T0: . :
LOCAL GOVERNMENT - t 2 t 2 2 3 2
STATE GOVERNNENT 3 2 2 1 2 1 3
REDUCE REGIONAL 3 2 2 3 1 1 1
CONBESTION
REDUCE BEACH COMMUNITY 1 i r 12 2 2
CONSESTION |
SUPPORT BEACH COMHUNITY 2 3. I 2 2 3 2
ECONDHY - | | ‘
ACCEPTABLE TO BEACH
CONMUNITY RESIDENTS
WEEKDAY o 3 3 3 3 2 3
HEEKEND 1 1 t 1 3 2 3
TOTAL OF HEIGHTS 5 . %0 7 0w 0 &2 56
KEY - EIGHTS OF OBJECTIVES KEY - INPORTANCE OF ALTERWATIVE IN MEETING DRJECTIVE
3= VERY INPORTANT 3 - VERY INPORTANT
2 - HODERATELY IMPORTANT 2 - HODERATELY IMPORTANT

1 - HINIMALLY IHPORTANT 1 - HIRIMALLY IHPORTANT

e
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EXHIBIT 7-9 7-33
Alternatives Analysis, Local Perspective
EAPRESS  CHARTER  PARK/RIDE
OBJECTIVE  HEIGHT BUIS BUS RAIL PARATRANSIT  SHUTTLE JITNEY
- IMPROVE INTERREGIONAL- . 3 3 21 2
ACCESS T0 ‘REACH '
INPROVE INTRAREGIONAL 3 i ! 1 3 1 2
ACCESS TO BEACH
INPROVE ACCESS 10
TRANSIT DEPENDENTS
POOR 1 2 3 1 3 i 3
ELDERLY { 2 3 1 3 i 3
DISABLED 1 2 2 1 3 { 2
YOUNG 1 1 2 1 2 | 2
" GPERATE AT REASONABLE 2 1 2 1 2 2
€OST PER TRIP 70 USER : : -
HINIMIZE PUBLIC SUBSIDY 3 2 3 o 2 2 3
HINIHIZE CAPITAL COSTS
FOR HIGHWAYS, TRANSIT
VEHICLES, PARKING
FACILITIES T0: . ]
LOCAL GOVERNMENT 3 2 1 2 2 3 2
STATE GOVERNHENT 1 2 2 1 2 1 3
REDUCE REGICNAL { 2 2 3 1 1 1
CONBESTION
REDUCE BEACH COMHUNITY 3 1 1 . 2 2 2
CONBESTION : - '
SUPPORT BEACH COMNUNITY 3 3 3 2 2 3 2
ECONOHY
ACCEFTABLE TO BEACH
COMMUNITY RESIDENTS
HEEKDAY 2 3 3 3 3 2 3
" HEEKEND 2 1 1 1 3 2 3
TOTAL OF WEIGHTS % . 5 5 4 64 53 b6 -
KEY - WEIGHTS OF OBJECTIVES KEY - IMPORTANCE OF ALTERNATIVE T0 MEETING OBJECTIVE
3 - VERY INPORTANT 3 - VERY IHPORTANT ,
2 - HODERATELY IMPORTANTLY 2 - HODERATELY IMPORTANT

1 - RINIMALLY IMPORTANT 1 ~ HINIHALLY IMPORTANT



The three cost objectives -- operating at reasonable
trip cost, and minimizing both'public.operating subsidy and

capital cost -- should be viewed in a similiar fashion. The

~ values represent a three point scale of the'éxpected'nega—

tive impact of public expenditures.vA value of 3 means that
the particular alternative is least costly,'or most benefi-
cial, to.government and the taxpayer. A value.of 2 |
corresponds tb moderate costs, while a value of 1 meané that

the alternative is an expensive choice which does not mini-

mize public sector costs.

Each objective is also weighted with values of one to
three. The greater the weight the mdfé important the

objeéfive to the targeted client; It is the weights which

.differ between the two exhibits. In Exhibit 7-8, a regional

perspective is adopted, while a local one is assumed fbr
Exhibit 7-9. In the regional case the relative rankings show
charter buses and jitneys to be the_most hiéhly ranked,VWith
rail the lowest. The rahking of the jitney is npt Sufprising
given its strong showing in improving access. to the transit
dependents and its cost situation. Jitneys can run with no
public subsidy and, in the right situatién, can be operated
at a relatively low cost per passenger. The chafter bus - |
operations do well bécauSe they can be more easily directed
to serve transit dependents, particularly the elderly, than

other options and because they require no subsidy.



The results of the analysis dene from the perspective
of the lecal'beaCh communities varies somewhat from the :
'regional situation. The paratransit option”becomes a viable
optlon in ‘addition to jitneys and charter buses. Once agaln,
rail is at the bottom of the llst Cautlon is 1mportant in
1nterpret1ng these results. The choice of objectlves, the

assessment of how’each»objectlve_ls:met by an optlon,‘and

- the weights of the objectives are all worthy of debate.;

However, the framework does provide the visible criteria
upon which the options arevranked. The reader is free to 
change the values in the matrix, the objectives, or the

options: the framework is there.

A Review of the Findings

A number of transportation options have been reviewed -
in this analysis. Both the existing situation as well as
options for future implementation have been reviewed; There
are some clear messages from this analysis,fwhich when
coupled to information from the eariier chapter, define a
policy perspective for state and local actions.

- First, there is a clear message- that the likelihood of
a household 11v1ng in New Jersey travellng to a northern New

Jersey beach is dependent on distance. One is much more

likely to utilize the beach if one lives close.



Second, there is relatively liftle;influence‘of the
wealth or-ethnicity of the community defiﬁing the participa-
tion in beach activities from theseitowns.iof course, beach—
goers from these communities may be wealﬁhiér or poorer than
the community average, or méy be of a;pértiéular ethnic
group.‘On a policy ievel, however, based on these findihgs
we cannot say that daily beach visitors are richer or pborer-
than the average state resident. We.can say that for commu-
nities over 30,000 neithérvincome nor ethnicity is related
to beach participation.

Third, we have sugge#ted that ;he beach communities in '
nofthgrn New Jersey can be classified into groups based oﬁ
the éﬁount of aevelopment which has occurred. This typology,
outlined in Chapter Six, also points to the "no-no's" and
"go—go's;" The "no-no's" are those communities which are
unenthusiastic about daily beach visitors. These are

generally thoée communities which aie primarily residential.
The "go-go's," on the other hand, appreciate the tourist -
trade although they may want to redistribute Visitorsvfrom
the busy weekends to the weekdays.

- Fourth, we have suggested that certain tranéportationv
options may be more viable than others in ﬁéeting avset'of

defined objectives. In particular, we suggest that four .

transit options seem particularly viable -- jitney, charter

‘buses, paratransit and park/ride shuttles. Both jitneys and



paratransit operations, particularly taxis, focus on the

local situation. Charter buses can improve regional access

to the beach, whiie park/ride shuttles can assist both
regional travel as well as reduce congestion in the beach
community.

‘However,,therexact way of putting todether an apprd¥

‘priate system requires a new approach to delivering

transportation services in the beach communities. This new

approach can be outlined.

A New Approach to Providing Beach Access

. There is~a need to redefine the relationship between
day visitors and beach communities‘which recognizes the
limitations of public sector expenditures and the capacities
of the private sector. This new approach contains the
following elements: |

1. A public/pfivate recreational travel organization

2. Aﬁ integrated transportation delivery system

3. An information dissemination function

This three part approach to improving beach'access is
rooted in existing organizations. The important element is,
however, the integration of the various pieéés into é.viable

whole.

A Recreational Travel Organization -- The orgénization
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- could be initiated at the state level by the Governor, or

could be based in a multi-county transportation council. For

example, the North Jersey Transportation Coordinating Coun-

cil has just been created as a replacement to the Tri-State
Regional Planning Commission. Such an organization might be
the moét_likely one to coordinate recreational travel plan-
ning for northern New Jersey. Alternatively, already’exié_

ting county tourism bodies could be used. However, the

Amulti—county épproach would be best because of-the need.to

coordinate across jurisdictional lines.

Whatever the eventual home, the recreatibnal travey
organization ghppld be formed with Bo£h public and private.
membeis. Alré;di there exists a national travel researqh
couﬁcil, the Travel and Tourism Research Association, with
both public and private members. This organization, aiong
with other groups, can provide‘necessary background informa-
tion. Ideally, the initial.focus of thé recfeétional travel
orgaﬁization would be on the beach tourism:industry. The

objectives of the recreational travel group would center on

the provision of access to beach communities and the

fostering of public and private ventures to improve this
access.
Ideally, the recreational travel organization Would have

access to some limited funds to hire staff‘and_tb conduct

'studies. There are a number of potential_funding sources



which could be tapped on.a'voluntary'basis. These inClude:

(1) the charter bus-operators, (2) the loéal beach community

taxi operétors, (3) the amusement pafks and beach conces-
sions, (4) the counties and municipalities on the ocean, (5)

the casihos in Atlantic City, (6) the New Jersey Highway

' Authdrity which runs the Garden State Parkway, and (7)

various state and federal agencies which are involved with

‘recreational travel issues, such as the state tourism agency

and department of transportation. In return for coﬁtribqu
tions the travel group would sponsor an‘annual survey of
recreational travel in New Jersey, advertise Vérious trans-
portation modés for getting to the shore, provide direcf
consultation to the various contributors, and sponsor semi-
nars on recreationai travél issues. 

An Integrated Transportation System -- One of the

obvious conclusions of the earlier analysis is there are a
variety of ways of getfing to the beach. However, thesé
oétions are not integrated into an overall framéwork. A
potential beach visitor from Union Counﬁy'who would like to
use transit does not have any sense of how to connect ﬁp
different modes to get easily from home to the oéean. If the
potential visitor finds a suitable bus ér train wili-thére

be a taxi or shuttle at the other.end?'An integrated ap-

- proach to recreational travel would look at the meshing 6f



supply and demand considerations. For example, there exists
a viable paratransit system in Monmouth County which could

be integrated with other modes, such as express buses or

" rail service, to better serve beach visitors.

The integration effort would involve a careful matching
of potential supply with the demand. The following steps_‘
could be followed to foster this matching.v l

.1. The annual survey sponsored by the recreational
travel council would provide/information on the geographic
and demographic'characteristics of beach community visitors.
Our'wofk has clearly shown the distribution of daily beach
goers to northern New Jersey sites..Mbre-work could berdone'
to bézﬁef pin;oi;t the geographic distribution of these
visitors.

2. An extensive survey of all.charter bus operations in
New Jersey could be planngd and implemented by the recrea-
tionai travel organization. This survey could aésess the‘v
interest of the charter operators in expanding coverage to
beach communities and determine their capacity to deliver
reasonable service. Charter operations can provide targeted
service to beach communities which céuld be very cost;
effective.

In the analysis of the beach communities we indicated

that there were both "no-no's" and '"go-go's." A preliminary

‘list of "go-go's" include Long Branch, Asbury Park, and
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Seaside Heights. There may be others, but these three have
substantial beach facilities. All have a history of
welcoming visitors in the summer, as we pointed out in
Chapter Three. It'mayvbe possible to terget a set of commu-
nities for expanded charter operations. It must be'rememe
bered, however, that'intérvieWs indicefed thet even the-"ge—

's" expressed a desire for increased visitors on weekdays

~and during the off-season, but not’on,peak'summer weekends.

It seems that any targeting of a beach community would heve
to bring a commitment‘from the municipality that it would
have to accept both peak and off-peak charter service. The
benef{ts to'tﬁeﬁeommunity from off-peak increases in visi-
tors would be balanced by the iﬁcreesed congestion of addi-
tional peak visitors. In this way those visitors who were
able Oniy to recreate on weekends and chose to go to the
beach during the summer Would not be disadvantaged.

3. The beach community paratransit system could also be
assessed in sufficient detail to determine its contribution
to an integrated . transportation system. There are multifold
examples of vans and buses being used in high activity
locétions to take visitors from colleétien points.to recrea-
tional sites. The Island Beach shuttle which taﬁ from a

parking lot near the Garden State Parkway to the Island

' Beach State Park near Seasides Heights is the most obvious
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local eXample._However; there are others, sucﬁ as the
shuttle buses in both Yosem1te and Grand Canyon National
Parks whlch are h1gh1y successful optlons to the automobile
in these heavily congested places. There are-even-examples
of local communities developlng transit optlons for high
activity periods. For. example, Laguna Beach, Callforn1a
offers shuttle bus service to its -widely known Festivalvof
the Arts every summer.

Theregnxgimportant distinctions between the Island.
Beach shuttle and these other examples cited. The service in
the national parks is on a daily basis, strongly identified
in vlsitor's?yinos.with the enjoyment of the park,_and_
widely promoted in the park literature. The service in
Laguna Beach is run by the city on a daily basis as a fixed
route system. This operation runs special service for the
summer festival which is heavily advertised.

A successful paratransit effort in the beach communities
to both relieve 1ocal congestion and to improve access to
visitors must be both integrated into‘the larger transpor-
tation system and highly visible to botential users., Occa-
sional visitors need.to able to identify and target transit
options to the automobile before their trlp.’ItIWOuld appear
that beach-focused recreational access would best be inte-

grated w1th a larger on-going paratran51t or, even, flxed--

route transit option. Thus, an already ex1st1ng taxi and van



operation which provides year-round service has local visi-

~bility and can run schedules which are more extensive than a

summer-only shuttle bus operation.rThe local visibility i$
impbrtant because even visitors note these services when at
the beach community. For example, the jitneys of Atlantic
City are famoﬁs and known to many occasionél:visitofs.‘At
the other end of scale, the Washington Metro, the ngylrail

rapid system in the nation's capital, iS'knowh to all who

‘visit, and to many who have learned about the system from

the media.

The integration of a beéchffocused shuttle ope;ation
into .an on-going paratransit system woﬁld prOQide the neces-"
sary visibilty and scale of‘service for successful opera-
tion. This shuttle operation could be directed at parking
lots outside the congested beach areas, at rail or bus
depots, or at drop-off points for beach—foCuéed_charter
operations. The charter operators, in this situation, might
find it advantegous.ﬁo‘have multiple originsvand destina-
tions. Just as there are multiple scheduled’pickup points
for charter_buses to the Atlantic City casinos,'tﬁére could
be both multiple pick-up and drop-off pgiﬂts to diffefent 
beach communties. At these drop-off poiﬁtsvthe iocal béach
community paratransit.operationé could pick up fhervisitors

and take them to the beach.



An Information Dissemination Function. -- The final

. piece of this proposed approach is a strengthened informa-

tion system. It is proposed that.two steps be taken to
improve informationkflow_betwéen poﬁential beach visitors.
Fifst,‘promotional literature should be.developed>to adver-
tiéelthé various targeted beach communties and alternative
transporfation modes to get there. This assﬁmes ﬁhat | |
substantive work has been done on building»the integrated
system discussed above. This literature could be distribﬁted
by the recreétional travel group to beach communities‘and '
transit and paratransit operators for subsequent distribu-
tion to bgaéh goers.

* gécond; : ﬁall—free telephone line should be set up tO'Y

provide information about beach and traffic conditions, and

to provide information about transit alternatives. In this

-way the estimated closing time of Island BeacH or Sandy Hook

could beidisseminated. Also, traffic cdnditions on the
Garden State Parkway,bor othef beach routes, could be
announced. This assumes that the telephone recording @resen¥
ting fhis information be updatedAcontinﬁally on weekend
days. The telephone line coﬁld be a powerful way‘to aaver—
tise alternétives to the auto in getting to the beach. It
might also be possible to have local radio étations announce
beach and traffic conditions, as wéli aé adveftisevtransit |

alternatives, as public service announcements.
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In conclusion, we propose the three#fold strategy of
organizational development, integrated transportatioh
serVices, and information dissemination. It seems poséible
to develop a financial baSé to this propoéél which could

utilize both public and private dollars.
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